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Wisconsin, 


5 


Connersville, Greenfield, Knightstown, 


Kokomo, Marion, Muncie, 
Neweastle, Pendleton, Port- 
ville, Richmond, Rushville 
and Westville. The entire In- 
diana operation, as 
to inter and intra- 
state service, is cov- 
ered by certificates. 


These permits re- 
quire what this 
company has al- 
ways furnished its 
customers — full 


Indianapolis, Indiana, and Beloit, 


have been included in Keeshin Service 
within the last two weeks. Within a few 
weeks this service will be extended to the 
following points in Indiana: Anderson, 


— 


cargo, liability and compensation insur- 
ance and sound financial responsibility. 


This means that these cities will receive 
fast, dependable delivery from any point 
of shipment or pool car distribution in 
Keeshin territory. Pool car distribution is 
available from any 
of the terminal 
points listed below, 
serving all destina- 
tions in Keeshin 
territory. 








Sixty-two hundred 
customers will tes- 
tify to the fact that 
Keeshin Service is 
always Dependable 

for speed, cour- 
tesy and economy. 


KEESHIN MOTOR EXPRESS, INC., OF INDIANA 
1453 Washburne Ave., Chicago 


Telephone: 


Roosevelt 8700 


Member: American Highway Freight Association—Favoring Federal Regulation 


Rockford, Ill. 


Sterling, Ill. 
Peoria, Ill. ~ 





Davenport, Iowa. 


CHICAGO 


Michigan City, Ind. 
Indianapolis, Ind. 


Fort Wayne, Ind. 
South Bend, Ind. 


CHICAGO, 





Modern transportation has 
helped build it, modern 
transportation will be repre- 
sented in one of the largest 
exhibits. Traffic men _ visit- 
ing The Fair will find the 
Keeshin latchstring out. An 
open-arm welcome awaits 
you. The Keeshin organiza- 
tion would like to show you 
how a well-organized motor 
transport system operates. 


Come out to see us. 


President. 


ILL., MAY 27, 1933 
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UNION IRON WORKS 
SAN FRANCISCO 


Much of San Francisco’s industrial history revolves around the old 
“Union Iron Works’’—now a unit of the Bethlehem Shipbuilding Cor- 
poration. Modestly begun as a blacksmith shop by the Donahue Brothers 
in 1849, it soon expanded and became identified with California’s major 
industries. Here was fabricated much of the mining machinery that 
wrested millions from the famous ‘‘Comstock Lode’’; and it furnished, 
a half-century later, a great deal of the equipment used in the Alaskan 
“Gold Rush.”’ 


When in the early sixties California built its first railroads, the Union 
Iron Works constructed two 30-ton locomotives for the old San Fran- 


cisco-San Jose Railroad, and by 1870 had built eleven more. 


It was also the Union Iron Works that made San Francisco known the 
world over as a shipbuilding city. From this plant came many fine 
ships; notably, the OLYMPIA, Dewey’s flagship at Manila Bay, and 
the famous battleship OREGON. Among the numerous merchant ships 
it built were the original CALIFORNIAN, ALASKAN, ARIZONAN, 
MEXICAN, COLUMBIAN, and ISTHMIAN, of American-Hawaiian’s 
early fleet. 


AMERICAN-HAWAIIAN STEAMSHIP COMPANY 
SUPERIOR COAST-TO-COAST SERVICE 


Published weekly by Tur Trarric Service Corp., 418 S. Market St., Chicago, IIl. Entered 3 
second class matter January 4, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 15” 
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WITH A TARIFF FILE THAT “WORKS” 
TRAFFIC DEPARTMENT efficiency depends 


largely upon the ease and speed with 
which the clerical work is done. If the 
office equipment makes hours of walking time 
out of hours of working time, productive 
effort is cut down. McBee vertical-flat tariff 
filing equipment is ‘working’ equipment. 
Its accessibility to the clerk eliminates the fre- 
quent trips between desk and file. When you 
next add filing equipment, specify McBee. 


FITS THE NEW TARIFFS 


McBEE Vertical-Flat Filing Cases and 
Rate Desks fit the large-size tariffs, 
or any tariff issued. 


McBEE VERTICAL-FLAT 
TARIFF FILES 


AN assembly near the clerk's 
desk puts tariffs within easy 
reach, saving time. Each drawer 
is a separate unit, permitting 
formations of single-unit drawers 
in floor space ordinarily wasted. 


All-steel. 





McBEE RATE DESK 
OMBINES desk and filing 


facilities, saving floor 
pus. As a file for numerous 
raffic Department tariffs and 





records, it saves the time wasted on frequent 
trips between desk and filing cases. Alll-steel. 


aw 
Wate for Literature 
Specifications and 


Prices. 


THE McBee COMPANY 


ATHENS, OHIO 
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at careful handling and fast and dependable transport of freight, ship via Great 

Northern between St. Paul, Minneapolis, Duluth, Winnipeg, Portland, Seattle, Tacoma, 
Spokane, Klamath Falls, Sacramento, Oakland, San Francisco and intermediate 
points. Through merchandise cars to and from the Pacific Northwest and California. 


HIS IS THE YEAR TO TRAVEL! With rail fares and Pullman and hotel rates cut 

to the bone, you can go farther and do more with your travel dollar. Go the “‘In- 
teresting Way’ —via Great Northern to Glacier Park, the Pacific Northwest, Alaska— 
or the Chicago World's Fair. Great Northern agents will gladly arrange an in- 
expensive tour for you. 


Route of : the famous 


EMPIRE 


P. B. Beidelman A. J. Dickinson 
Freight Traffic Mgr. 1 ~ Traffic Mgr. 
St. Paul, Minn. St. Paul, Minn. 


C. W. Meldrum F. O'Hara H. G. Dow T. J. Shea 
Asst. Gen. Passenger Asst. Gen. Passenger Eastern Traffic Mgr. Asst. Gen. a Agent 
Agent and Freight Agent 233 Broadway 105 W. Adams St.,R. 620 
je, Wash. Helena, Mont, New York City, N. Y. Chicago, Ill. 


B. S. Merritt 
General Freight Agent 
709 Monadnock Bidg. 

San Francisco, Calif. 
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— Our Platform 

: A permanent transportation institute, supported by 
——y~ fill interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
te ocean and inland waterway transportation as well as 
“@to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





j 
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“LET’S PASS A LAW” 

E have a passion in this country for enacting laws 

to meet every possible situation and then depend- 
ing on the law to bring about justice, instead of realizing 
that, whatever the law, justice depends less on what it 
says than on the wise, fair, and efficient administration 
of it. The books are full of laws that are either not en- 
forced at all or that are not applied wisely. 

At an open forum meeting of the Traffic Club of 
Chicago this week three subjects were discussed—the 
reparation power of the Commission, the minimum rate 
power of the same body, and revision of section 15a. The 
same thought struck us with respect to all these subjects. 

It was argued by some that the reparation power of 
the Commission should be modified or taken away en- 
tirely for the reason that reparation is often awarded 
where there has been no actual loss and the amount thus 
recovered is pure “graft.” The answer to this argument 
is that, whatever the power of the Commission, it ought 
hot to exercise it except to bring about justice. 

One argument against the absolute power of the 
Commission with respect to minimum rates was that it 
often operated in restraint of trade or to the hurt other- 
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wise of business instead of being used merely to require 
the carriers to make rates that would pay them some- 
thing over and above the “out of pocket” cost. The 
answer to this is that, whatever the power of the Com- 
mision, it should not use it to bring about injustice, but 
only to compel justice. 

With respect to section 15a—the rate-making section 
—one of the arguments was that there must be some- 
thing in the law to assure investors that the Commission 
is to make rates with a view to a degree of profit for the 
railroads. The answer is that such a provision is in the 
law in the present section and it has not been regarded 
by the Commission. Why should it be supposed that a 
different wording—and a much more moderate one— 
would govern the Commission’s actions? If the Com- 
mission has it in mind to make rates with the above pur- 
pose, it will do so, if only the law permits. If it has not, 
it makes little difference what the law says. This has 
been proved by experience under the present law. Of 
course, the law should not require anything that is im- 
possible but, whatever it requires, its fulfillment is 
pretty much a matter of administration aud not of lan- 
guage. We formerly were much interested in the lan- 
guage of section 15a. We regard the matter now as purely 
an academic question. 


RAILROAD LEGISLATION MESS 


HAT a megs the railroad legislation now hatching 

bids fair to be! It had a bad start because the 
principal interests concerned, though not desiring the 
legislation proposed, proceeded on the assumption that 
the administration had its mind made up to effect rail- 
road economies through a dictator or “coordinator” and 
merely did what they could to make the bill as unobjec- 
tionable as possible. This assumption may have been cor- 
rect, but our opinion is that nothing is to be gained by 
“going along” with unsound policies, at least until after 
they become law. While we do not agree with some of 
President Roosevelt’s ideas, we believe him to be honest, 
patriotic, desirous of doing the right thing, and intelli- 
gent. If this estimate is correct—and, certainly, no one 
who has respect for him could say less—then it would 
seem that the better course would have been for the rail- 
roads and others on whom this legislation is being forced 
against their desires to attempt to convince President 
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Roosevelt of the folly of his proposed course, or, failing 
this, to have tried to convince Congress and the country. 
Instead, the latter may well conclude that, though ship- 
pers and railroads do not exactly desire this legislation, 
they are not strongly against it, especially if certain 
amendments can be inserted. The result will probably 
be that the legislation will not only be messy, but will 
fall short of accomplishing even what it was intended 
to accomplish. 

For instance, the Senate committee has amended the 
measure to provide that there must be no reduction in 
employment below the level of the May, 1933, payroll, 
except that, to a degree of five per cent, places made va- 
cant by death and other causes need not be filled. Of 
course, this amendment is proposed on the theory that 
unemployment ought not to be increased and so is in 
line with other plans of the administration to increase 
employment at the expense of the taxpayers; of course 
also, however, it is a sop to union labor and is abso- 
lutely inconsistent with the avowed purpose of the pro- 
posed law, which is to effect economies in railroad opera- 
tion. We asked last week if appreciable economies could 
be achieved without affecting the jobs of more than ten 
thousand men, which was the limit of unemployment to 
be caused the first year, as estimated by Carl Gray, 
president of the Union Pacific. We ask now if anyone 
can conceive of any economies at all worthy of the name 
that can be achieved without discharging any men. If 
this amendment stands, the bill will not only be open 
to the objections already made to it (except the one that 
it would cause unemployment) but it will be one of the 
prize examples of “hooey” ever put out from the Con- 
gressional work shop. An economy-efficiency measure 
that will keep everybody at work! 


Not only would this proposed amendment defeat the 
purpose of the bill by preventing the coordinator from 
putting into effect economies that would necessitate cut- 
ting the payroll, but it would actually prevent the rail- 
roads from effecting some economies they now have the 
power to bring about. For instance, now the railroads, 
if they saw fit, could cut out some of the passenger serv- 
ice between Chicago and St. Louis or between Chicago 
and Twin Cities. Indeed, they have recently done things 
of that sort. But, under the proposed amendment, the 
coordinator could do nothing of the kind, for the reason 
that the number of employes would have to be reduced. 

The impression that the Senate committee is indulg- 
ing largely in “bunk” is heightened by the fact that, 
though it provides that nothing must be done to inter- 
fere with the employment of labor (the limitations in 
this respect, by the way, applying only to employes who 
perform work “defined as that of an employe or subordi- 
nate official in accordance with the provisions of the 
railway labor act”), it expresses, in its report, hope that 
the coordinator may be able to cut off unnecessary and 
“fabulously high paid executives.” Of course, this is just 
“hog wash” for the “peepul.” Important economies can 
be brought about only by reducing the number of “em- 
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ployes”—doing things that will result in a cutting doy, 
of the working force; there may be and doubtless ay 
some overpaid executives; if there are their salaris 
ought to be cut or they ought to be replaced by men wy 
can earn what they are being paid, but if all the railrog 
executives who can be said to be getting “high salariey 


were fired, the result, as reflected in the pay roll Saving i 


would be almost undiscernible. 


We are not sold on the idea of a President of th 
United States who shall have his every word obeyed wit), 
out question by Congress, but every time anything hap 
pens in Congress we become more of the opinion that, 4 
between Roosevelt as a dictator and the judgment of th 
kind of men in the Senate and the House, the dictato 
is to be preferred. Cannot senators understand that what 
is proposed is to deal with a transportation situation 
that is supposed to need remedial legislation, and not 
just to pass something that will not be offensive to union 
labor and that will sound well to the loafers at the cor. 
ner store? 


Thus far the amendments proposed by certain motor 


truck interests do not seem to have registered. Inci- 


dentally, in this connection, the reply made by the 
National Industrial Traffic League, through Mr. Ful 
bright, chairman of its legislative committee, to the pro. 
posal of the American Highway Freight Association is 
characteristic of the attitude taken by most persons who 
give their views to the Commission or committees of 
Congress. The fellow who does not agree with them is 
either crooked, or hopelessly biased, or so affected with 
something else as to make his views worthless. Mr. Ful- 
bright said that Mr. Cotterill, who, representing the 
American Highway Freight Association, offered amend- 
ments to the coordinator bill that would place highway 
carriers as well as railroads under the jurisdiction of 
the coordinator, was merely trying to “slip in the back 
door” and obtain regulation of motor carriers, and that 
he spoke for only a small group of truck operators who 
wished to have enacted a “grandfather’s clause” to shut 
out other operators. 

Mr. Fulbright was, doubtless, partly right about Mr. 
Cotterill’s intent, which was, obviously, to get into the 
railroad bill scheduled for enactment something that 
would bring about what the association he represents 
thinks and what many other persons think is fundamen- 
tally necessary—regulation of commercial motor trucks. 
Is there anything wrong about that? The bill contains 
a lot of other things that have nothing to with coordina- 
tion of railroads by a dictator; why not something about 
equalization of regulation as between the railroads and 
their competitors? It is anybody’s right to try to have 
enacted something that he thinks is good, and now would 
seem to be the time to strike, while transportation legis- 
lation is one of the things President Roosevelt is ready 
to push through Congress. 


But, aside from that, why the sneer at the organiza- 


tion Mr. Cotterill represents? We do not know how 
(Continued on page 1020) 
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Current Topics in 
Washington 


Amazing as it may appear to 
reactionaries, the fact is that 
every report coming to,Washing- 
ton as to the feeling among busi- 
ness men about the industrial 
recovery and public works bill is 
to the effect that they welcome the idea of the “partnership,” 
to use President Roosevelt’s term, between industry and gov- 
ernment. Those who can recall the fights business made 
against legislation proposed by the elder Roosevelt and the 
good will they did not have for Theodore, it may be suggested, 
do not expect ever to recover from the astonishment with which 
they have received the fact. 

What was expected was at least a roar of anger, but, thus 
far, not even a peep of opposition has been heard. It has been 
thought that, perhaps, the sins that have been discovered 
among business men have suggested to business that, perhaps, 


American Business Seems 
o Like Government 
Partnership Idea 


Sit had better not roar. 


Another thought is that business has been so shaken by 
the succession of cyclones that its leaders are in a eondition 
to believe that, even if it is proposed to take from them much 
of the right of management and put it into the hands of the 
President and such aides as he may choose, their condition 
cannot be made worse, but may be made better. Besides, Mr. 
Harriman, president of the U. S. Chamber of Commerce, who, 
by reason of the office he holds, is a leader, appears to think 
that the plan of the President, even that part of it calling for 
an increase in the bonded indebtedness of the country by 
$3,300,000,000, is good. The little man, who pays an income 
tax on $3,000 or $4,000 a year, has no voice unless it is a part 
of the chorus back of the leaders. 

Still another thought is that, if business is willing to accept, 
without a fight, what, in the days of Theodore, probably would 
have been called shackles on the legs and arms, in return for’ 
freedom from the restraints of the anti-trust laws, the latter 
must be much worse than the average man has suspected. 
Relief from the limitations of those statutes is the only com- 
pensation industries will receive in exchange for the restraints 
placed on them. 

An industry may make a code of fair competition for itself. 
If approved by the President, the code becomes the law of 
the land by executive action. If an industry fails or refuses 
to make a code, the President has a right to prescribe one 
for it, to have the same effect as a code prepared by the 
industry and approved by the President. His only guide in the 
making of such a law is his idea as to what constitutes public 
interest. 

Then, further, whenever the President shall find it essen- 
tial to license business enterprises in order to make effective 
a code of fair competition, he may do so. And, after he has 
clapped on the licensing system, anyone who engages in or 
carries on any business in or affecting interstate commerce 
without having obtained a license, becomes subject to a fine 
of $500 or imprisonment for six months, or both, each day 
to constitute a separate offense. 

Every code, agreement and license shall contain certain 
conditions, recognition of the right of unionization, collective 
bargaining, prohibition of the so-called “yellow dog” clause in 
contracts of employment and standards of maximum hours of 
labor and minimum rates of pay. And, if there is no code or 
agreement, the President may investigate labor practices, 
Policies, wages, hours of labor, and working conditions and 
Prescribe a limited code of fair competition, fixing maximum 
— of labor, minimum rates of pay, and other working con- 
itions. 

And, finally, the President is authorized, from time to time, 
to “cancel or modify any order, approval, license, rule, or regu- 
lation issued under this title; and each agreement, code of 
fair competition, or license approved, prescribed, or issued 
= this title shall contain an express provision to that 

ee 


The bill containing the provisions barely outlined herein 
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is likely to be written into the statute books before hundreds 
of good-sized business men affected by its terms have had an 
opportunity to read the proposal. A thought is that the manner 
in which the President carries out his power to prescribe rules 
having the effect of statutes and enforce them will determine 
the amount of opposition encountered rather than abstract ques- 
tions about the constitutionality of a statute based on a declara- 
tion that there is an emergency and, therefore, short cuts in 
government are warranted. But, even with careful adminis- 
tration, it is suspected, much litigation will result, even in 
the two years the industrial recovery law, by its terms, is to 
be in effect. 





In its report on the railroad coordinator 
bill, the Senate committee on interstate com- 


Rule in 
O'Fallon Case merce, the report presumably having been 
Changed? written by Senator Dill, declares “the recent 


decision in the Los Angeles Gas and Electric 
case by the Supreme Court has changed the 
rule in the O’Fallon case.” The report makes no specification 
of any language in the opinion written by Chief Justice Hughes 
on which that conclusion is based. 

Men of the Commission having to do with valuation work 
do not agree with the committee’s proposition that the decision 
has changed the rule in the O’Fallon case. Justice Roberts, 
in his dissent, affords some ground for a view that the court, 
in the Los Angeles case, disregarded what it had said, not 
in one case alone, but in many cases. The decision in the 
O’Fallon case, in substance, was that the Commission had not 
obeyed the law requiring it to make valuations. It reiterated 
the guides to be followed that it had laid down in Smythe vs. 
Ames. 


The committee, in making its observations about the rule 
having been changed, was supporting the proposed legislation it 
was reporting, making changes in the valuation part of the 
interstate commerce act. 

In the Los Angeles case, one of the points made was that 
the California commission had not made an allowance for 
going concern value. 

“The fact that this margin (nearly $5,000,000) in the rate 
base was not described as going concern value is unimportant,” 
said the court, “if the rate base was, in fact, large enough to 
embrace that element.” (See Traffic World, May 20, p. 963.) 


The court, in its opinion, discussed the long line of valua- 
tion decisions made by it. The most intriguing point in the 
opinion was that the court did not, in the language of Lady 
Astor, care a tuck-a-dunk what the California commission said 
it was doing if, as a matter of fact, it made a valuation in 
accordance with the principles laid down in the long line of 
decisions. Having come to the conclusion that the California 
commission had done so, the court approved the work. 





The man who writes the Lord’s prayer on 
the head of a pin, or something like that, gets 
much notoriety. The fact that the accomplish- 
ment means nothing other than that the man 
has had a strong magnifying glass and a 
steady hand is generally overlooked. Such 
men, however, are clumsy louts, it may be suggested, in com- 
parison with F. L. Speiden, the southern freight tariff publish- 
ing man. Speiden has published “Thumb-Nail Synthesis For- 
mulae for Class Rates in Eastern and Southern Territories” on 
a card just the size of the annual pass of twenty odd years 
ago. The card may be larger or smaller than the one of today. 
The layman cannot say because laymen have not owned any 
since about 1906. 

On one side of the card are shown the K-2 or basic scale 
prescribed in No. 13494, the southern class rate docket number 
in one block, and the Scale E prescribed in No. 15879, the 
eastern class rate case, in another. Beneath those blocks runs 
a horizontal block showing the class ratios. For tariff com- 
pression, it is hard to imagine anything smaller than this card. 
On the other side of the card are shown the miles between 
points in Southern Territory, including north and south bank 
Ohio River cities. 


The southern scale shows the initial 31 cent rate to which 
the card says 2.5 cents are to be added for each five-mile block 
until at 70 miles two cents are to be added for each five-mile 
block, the block running out at 800 miles with a rate of 202 
cents to which three cents are to be added for each 25-mile 
block. The class ratios enable anyone interested to find out 
the sixth class rate by taking the proper percentages of the 
first class rates for the desired distances. The card is printed 
with Speidotype No. 4, advertised to save space. The cards 


Lord’s Prayer 
Writers Mere 
Bunglers 
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are practical enough, it is believed, to enable traffic men now 
carrying libraries of class rate scales to avoid excess baggage. 





The May number of the 
Southern Reporter of the Na- 
tional Reporter System is prob- 
ably not being set up as a candi- 
date for honors in the Book of 
the Month Club, but it may get 
there. If it achieves that distinction it will be because Justice 
Griffith, to make his dissenting view stronger, incorporated in 
his dissent in McDonald vs. Hall-Neely Lumber Company, de- 
cided by the Supreme Court of Mississippi, the observations 
made by attorneys for the appellees in a case in which another 
Mississippi court had held that a cotton picker named Teresa, 
who had furnished the sack into which she threw the cotton 
bolls, was, by reason of that fact, an independent contractor 
and not a servant or employe. 

Justice Griffiths, in this case, was deriding his colleagues 
because they had just held (and he was dissenting) that, be- 
cause a man, in this case, had furnished his own truck for 
hauling logs, he was an independent contractor and not an 
employe. So he quoted, and made comment: 


Not All Court Reports 
as Dry and Uninteresting 
as They Look 


King Solomon, with all his wisdom, has been discredited, for 
certainly here is something new under the sun. Negro cotton pickers 
independent contractors! Shades of Uncle Remus, Bre’r Rabbit, and 
the Tar Baby! The songs and laughter, beloved of the poet and 
author, floating over the domain of the army worm and the empire 
of the boll weevil are no longer the songs of the tenants and the 
laughter of the servants, but the melodious voices of independent 
contractors. So perishes a glamorous and beautiful tradition; and so 
pass incomparable legends. When, in our youth, we sat upon the 
knees of Uncle Remus and Old Reliable, entranced by their folk lore 
tales, we were listening to independent contractors. So fades this 
world’s illusions! 

The song of the old black mammy: “I got wings, You got wings, 
All God’s chilluns got wings,’’ has passed into oblivion, for the voice 
of Teresa rises with a new libretto to an ancient score: “I got a sack, 
You got a sack, All in’pendent contractors got sacks.” 

So it is here, all independent contractors got trucks. The case, 
Hinton vs. Pearson, is, in my opinion, in perfect point, and, since 
the court has not voted to overrule it, I deem myself bound by it 
and, therefore, dissent from the opinion of the majority in the instant 


case. 
—A. E. H. 


RAILROAD LEGISLATION MESS 
(Continued from page 1018) 


many members it has, but we do know that it numbers 
among them some of the largest commercial truck opera- 
tors of the country and that it is a representative organi- 
zation. It has made no false pretenses in bringing about 
its organization. From the start its purpose has been 
to procure regulation for trucks. It may be wrong or it 
may be right, but those are the facts, and the associa- 
‘tion has a right to be heard and what it says should be 
listened to. If it also wished to be nasty it might reply 
that, perhaps, Mr. Fulbright did not represent as many 
shippers as the record might indicate. Not all shippers 
are members of the Traffic League and some who are 
members may not agree with what Mr. Fulbright says 
for them. Mr. Cotterill at least spoke for his entire or- 
ganization. 

In our opinion, the attempt to get commercial truck 
regulation in the coordinator bill represents pretty much 
the only effort to accomplish something fundamentally 
constructive through this proposed legislation. 


REVENUE FREIGHT LOADING 


For the first time this year revenue freight loading in a 
given week exceeded the loading for the corresponding period 
of last year. The total for the week ended May 13, according 
to the car service division of the American Railway Association, 
was 531,095 cars as compared with 517,260 cars in the corre- 
sponding period of 1932, an increase of 13,835 cars. As com- 
pared with the preceding week an increase of 7,276 cars was 
reported. The loading was still running substantially behind 
that of the 1931 period, however, when the total was 747,057 
cars. 

Loading of all commodities the week ended May 13 showed 
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increases over the corresponding week last year with the excep 
tion of merchandise less than carload lot freight. 

Miscellaneous freight loadings for the week ended May }} 
totaled 198,811 cars, an increase of 1,745 cars above the py. 
— week, and 6,610 cars above the corresponding wee, it 
1932. 

Loading of merchandise less than carload lot freight totala 
164,374 cars, an increase of 31 cars above the preceding Week 
but 17,188 cars below the corresponding week last year, 

Grain and grain products loading for the week totaled 384 
cars, a decrease of 465 cars below the preceding week, but 1047 
cars above the corresponding week last year and 2,455 cay 
above the same week in 1931. In the western districts alone 
grain and grain products loading for the week ended May ! 
totaled 26,360 cars, an increase of 8.448 cars above the sam 
week last year. 

Forest products loading totaled 20,024 cars, 857 cars aboy 
the preceding week, and 1,241 cars above the same week in 193) 

Ore loading amounted to 6,724 cars, an increase of 958 car 
above the week before, and 4,131 cars above the corresponding 
week in 1932. 


Coal loading amounted to 81,046 cars, an increase of 4,3 
cars above the preceding week and 7,518 cars above the cop. 
responding week in 1932. 


Coke loading amounted to 3,728 cars, 247 cars above the 
preceding week, and 712 cars above the same week last year, 


Live stock loading amounted to 17,441 cars, a decrease of 
478 cars below the preceding week, but 390 cars above the sam 
week last year. In the Western districts alone, loading of live 
stock for the week ended on May 18 totaled 13,827 cars, ap 
increase of 674 cars compared with the same week last year. ™ 


All districts reported increases in the total loading of all 
commodities compared with the same week in 1932 except the 
Eastern, Allegheny, and Central Western, which reported redu. 
tions. All districts reported reductions compared with the same 
week in 1931. 


Revenue freight loading by districts week ended May 13, as 


compared with the loading in the corresponding period of 193), 
was reported as follows: 

















Eastern district: Grain and grain products, 5,723 and 5,123; live 
stock, 1,604 and 1,673; coal, 18,509 and 17,413; coke, 1,064 and 866; 
forest products, 1,173 and 1,597; ore, 931 and 562; merchandise, L. C. 
L., 44,664 and 48,451; miscellaneous, 47,339 and 45,521; total, 1933, 
121,007; 1932, 121,206; 1931, 169,159. 

Allegheny district: Grain and grain products, 3,150 and 2,653; live 
stock, 1,075 and 1,298; coal, 21,321 and 21,882; coke, 1,360 and_ 962; 
forest products, 882 and 945; ore, 1,223 and 179; merchandise, L. C. L, 
32,888 and 36,692; miscellaneous, 36,978 and 37,686; total, 1933, 98,877; 
1932, 102,297; 1931, 149,199. 

Pocahontas district: Grain and grain products, 262 and 219; live 
stock, 73 and 82; coal, 23,572 and 19,432; coke, 176 and 162; forest 
products, 547 and 535; ore, 46 and 65; merchandise, L. C. L., 5,102 
and 5,119; miscellaneous, 5,004 and 4,850; total, 1933, 34,782; 1932, 
30,464; 1931, 44,616. 

Southern district: Grain and grain products, 3,452 and 2,619; live 
stock, 862 and 845; coal, 8,883 and 7,981; coke, 250 and 189; forest 
products, 6,629 and 6,058; ore, 168 and 173; merchandise, L. C. L, 
28,685 and 31,120; miscellaneous, 33,089 and 29,375; total, 1933; 82,018; 
1932, 78,360; 1931, 114,483. 

Northwestern district: Grain and grain products, 11,614 and 
5,966; live stock, 3,654 and 3,573; coal, 3,115 and 2,674; coke, 716 
and 653; forest products, 5,660 and 4,196; ore, 3,326 and 83; mer- 
chandise, L. C. L., 18,736 and 21,989; miscellaneous, 20,242 and 21,099; 
total, 1933, 67,063; 1932, 60,2383; 1931, 91,364. 

Central Western district: Grain and grain products, 10,471 and 
8,359; live stock, 7,932 and 7,946; coal, 4,286 and 2,808; coke, 93 and 
125; forest products, 2,875 and 3,226; ore, 912 and 1,343; merchandise, 
L. Cc. L., 22,109 and 24,874; miscellaneous, 28,406 and 32,277; total, 
1933, 77,084; 1932, 80,958; 1931, 112,474. 

Southwestern district: Grain and grain products, 4,275 and 3,587; 
live stock, 2,241 and 1,634; coal, 1,360 and 1,338; coke, 69 and 5%; 
forest products, 2,258 and 2,226; ore, 118 and 188; merchandise, L. C. 
L., 12,190 and 13,317; miscellaneous, 27,753 and 21,393; total, 1933, 
50,264; 1932, 43,742; 1931, 65,762. 

Total, all roads: Grain and grain products, 38,947 and_ 28,526; 
live stock, 17,441 and 17,051; coal, 81,046 and 73,528; coke, 3,728 and 
3,016; forest products, 20,024 and 18,783; ore, 6,724 and 2,593; mer- 
chandise, L. C. L., 164,374 and 181,562; miscellaneous, 198,811 and 
192,201; total, 1933, 531,095; 1932, 517,260; 1931, 747,057. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 

Four weeks in January ............. 1,910,496 2,266,771 2,873,211 
Four weeks in February ............ 1,957,981 2,243,221 2,874,119 
Four weeks in March .............+. 1,841,202 2,280,837 2,936,928 
Dive weeks 1 AG o.o..000ckiccsecese 2,504,745 2,774,134 3,757,863 
Week GnGed Bay 6. .....0cscccccscee 23,819 533,951 745,740 
Week ended May 18 .....6.66sce00 531,095 517,260 747,051 
ia: 

RNR ee cosdaustedsmadsemiswenee 9,269,338 10,616,174 13,894,918 


CHANGE IN DOCKET 


Hearing in Fourth Section Application No. 15021, filed by F, A. 
Leland, assigned for May 25, at Washington, D. C., before Examine!s 
Hoy and Peyser, was canceled. 
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Decisions of Interstate Commerce Commission 





CRUSHED STONE REVISION 


HE Commission, on further hearing in No. 14472, Dolese 

Brothers Co., et al. vs. A. T. & S. F. et al., No. 16963, Automatic 
Gravel Products Co. et al. vs. C. R. I. & P. et al.; No, 17789, 
Missouri Gravel Co. vs. C. B. & Q. et al., and No. 20714, Same 
ys. Same, has prescribed new rates, effective not later than 
Aug. 19, on crushed stone from Buffalo and Linwood, Ia., and 
on sand and gravel from Muscatine, Ia., to LaGrange, Mo., to 
destinations in Illinois. In so doing it modified findings in the 
prior reports in No. 14472, 89 I. C. C. 110, 128 I. C. C. 471, 
in No. 16963, 126 I. C. C. 487, and No. 17789, 132 I. C. C. 200. 
Findings and order in the prior reports in No. 20714, 152 I. C. C. 
561, 167 I. C. C. 1, with respect to the rate for the future on 
sand and gravel from Louisiana, Mo., to Quincy, IIl., has been 
vacated and set aside. 

The new rates prescribed in Nos. 14472 and 17789, stated 
in cents a net ton, follow: 
From Buffalo and Linwood, Iowa— Rate 


In connection with the Burling to— (Cents) 
Altona, Monmouth, Cameron, Gales Farm, Galesburg, Alexis, 


ee eS arr ee eee 90 
Arpee, Walton, Burnside Crossing, Kirkwood, New Boston, 
Green Oak, Keithsburg, Amboy, London Mills, Douglas, 
Biggsville, Zearing, Daggetts, Malden, Gladstone, Chad- 
wich, Princeton, and Milledgeville, Ill. .............-.ee0e. 113 
Lomax, Dallas City, Tennessee, Lee, Dallas Hill Siding, Colusa, 
Sepo, Colmar, Serena, Ray, Steward, Adrian, Blakes, 
Wedron, West Havana, Bader, Oregon, Plymouth, Ferris, 
Rochelle, Dayton, Honey Creek, Augusta, Browning, Rush- 
ville, Carthage, Flag Center, Chana, Ottawa, Frederick, 
Richards, La Prairie, Basco, Golden, Beardstown, and 
i SC. ..65.665<6N breasted SEOeeebebbee Fébbwebnseete 120 
Merritt, Riggston, Winchester, and Alsey, Ill. ...........ce0e. 126 
In connection with the New York Central to— 
a a, TI a on 6.645009: 66.0066 650020 d0¢sbeeveee 113 
In connection with the Rock Island Southern to— 
Monmouth, Cameron and Galesburg, TH. .....ccrccccecccccccece 90 
In connection with the Minneapolis to— 
Keithsburg, Ogle, Seaton, Little York, Eleanor, and Mon- 
ES so dik ch WON hen OR b aa 05s N56 604 54000 e10808ss oes 90 
Neh bOs 64:6 0A p SO 666H:06.65440:0.04.5:460R HOT w E8494 SH SHES 101 
DOSTIRETIONS GUNE OF ATUMIGOM, Tl. occ cccccsesecccccccssocesees 113 
In connection with Toledo to— 
Orchard Mines—Canton, Til., InclUsiVe ...ccccccccocsecccecese 113 
ee ear ree ree 120 
= UE, BER. TEMCUUIIVE coo 0 50.0.0600000600s00dsseescseeee 126 
From La Grange, 0.— 
In connection with the Toledo to— 
Burnsige-Geo0d Pope, TL, INCHISIVES ...cccscccvcvvcssevessccces 101 
Now Pilindelphia-Civer, TH, Melsive 2... ccccccccccssvcsscess 113 
In connection with the Wabash to— 
Jacksonville, Ill., and intermediate destinations east of Clay- 
TOM QUE FING, Th, 2c ccccccscsccsccswceccccssvccsesecvnes 101 


A further finding is as follows: 


We further find that the rates in issue in No. 16963 on sand and 
gravel, in carloads, from Muscatine, Iowa, to destinations in western 
Illinois should be made 10 cents over the rates herein prescribed or 
approved from Buffalo and Linwood, Iowa, except to destinations on 
the Minneapolis, Farmington, Ill., and west thereof, to which the 
rates from Muscatine should be made the same as from Buffalo and 
Linwood. To the rates prescribed or approved herein may be added 


the present authorized emergency charges. 
PETROLEUM PRODUCTS REPARATION 


The Commission in a second report on further consideration 
in No. 18146, Continental Oil Co. vs. A. T. & S. F. et al., on 
account of the decision of the Supreme Court in Arizona 
Grocery vs. A. T. & S. F., 284 U. S. 370, has modified its award 
of reparation on account of unreasonable rates on petroleum 
products from points in Oklahoma and Colorado to destinations 
in Utah and Colorado. 

Upon further consideration the Commission affirmed its 
findings in 183 I. C. C. 708 except as to the award of reparation 
on shipments from Ponca City, Okla., to Montrose, Colo., and 
Provo, Utah. As to them it found that on shipments from 
Ponca City to Montrose the complainant was entitled to repara- 
tion in the amount that the charges paid exceeded those that 
would have accrued on the basis of a rate of $1.01, and that on 
shipments from Ponca City to Provo, upon which a rate of 
93 cents was assessed, the complainant was not entitled to 
reparation. 

_,, -ommissioner Eastman, concurring in part, said that he 
did not agree that there was need for any modification of the 
original findings. He said that the reason for that conclusion 
would be found in his dissenting opinion in Southern Produce 
Co. vs. D. & P. S., 185 I. C. C. 485. Commissioner Lee, concur- 
ing, said that while he was opposed to the award of reparation 





in the original report, he concurred in the modification made 
herein. 

Commissioner Mahaffie, dissenting in part, said that in his 
judgment the record did not contain proof adequate to support 
the finding that the rates assailed were more than maximum 
reasonable ones for the service rendered. 


INVESTMENT ACCOUNTING CASE 


The Commission, by division 4, in No, 24165, acquisition of 
property by the Saratoga & Encampment Valley Railroad Co., 
accounting for donations, has ordered that company, a subsidiary 
of the Union Pacific, to adjust its current accounts to eliminate 
from account 701, “investment in road and equipment” the dif- 
ference between $100,000 and the amount recorded in that ac- 
count, $875,473.03. The company is also to eliminate the differ- 
ence from account 779, “additions to property through income 
and surplus.” The changes are to be made thirty days from 
the date of the service of the order. 

By issuing the order requiring the eliminations mentioned 
the Commission backs up the action taken by the director of 
its Bureau of Accounts. He questioned the accuracy of the 
accounting represented by the item of $875,473.03 as repre- 
senting the investment in road and equipment in the light of 
the fact that the Union Pacific, in acquiring the property of the 
subsidiary, paid par for the capital stock of the subsidiary, 
$100,000, to provide funds to meet organization expenses and 
put the line of the subsidiary, 44.77 miles in Carbon county, 
Wyo., in proper operating condition. 

The road, built to serve a copper mining enterprise, was 
bought from Morse Brothers for $100,000 with a view to having 
it kept in operation instead of abandoned, as authorized by the 
Commission, by a committee of citizens interested in keeping 
the road in operation. There was an agreement that the Union 
Pacific would cause the subsidiary to accept conveyance after 
the Commission had authorized the subsidiary to operate in 
interstate and foreign commerce, the transfer to be without 
cost or expense to the subsidiary or the Union Pacific, the 
Union Pacific, either by itself or through the subsidiary agree- 
ing permanently to operate the road. 

In this report the Commission treated the line acquired by 
the subsidiary as a donation. It construed its accounting classi- 
fications as requiring that transportation property donated to a 
carrier be charged to the accounts for investment in road and 
equipment at its estimated current money value as measured 
by the price that an owner could reasonably expect to obtain 
therefor. The salvage value was taken as what the owner could 
have obtained for the property. The Commission found that 
the price paid to Morse Brothers by the committee of citizens 
fairly approximated the value of the property at the time it 
was acquired by the Saratoga & Encampment Valley, which it 
treated as donated property. 

Specifically it was found that the accounting in question 
adopted by the Saratoga & Encampment Valley violated the 
first paragraph of section 2 of the general instructions govern- 
ing its classification of investment in road and equipment and 
that that paragraph was a valid provision and controlling upon 
the Saratoga & Encampment Valley. 

In its valuation report on the Saratoga & Encampment Val- 
ley, the Commission found the value of the property, for rate- 
making purposes was $631,173 as of June 30, 1919. The value 
of the land, this report said, was $11,792. The recorded invest- 
ment in road and equipment, the report said, was $932,877.77, 
conditionally restated by the Commission as $919,924.80. The 
report said the property was assessed for taxation at $106,350 for 
the years 1928 to 1930, which was a little less than the assessed 
value in 1927. 

The carrier made the point that the accounting classifica- 
tions limited operating expense charges (except cost of re- 
moval), upon retirement of a unit and its replacement with 
one of like purpose to the ledger value of the former, The 
Commission, however, held that that did not invalidate the 
classifications as they had been construed. 


COMMISSION REPORTS 


Brick, Fourth Section 

Fourth section application No. 12169 et al., brick between 
points in official territory. By division 2, upon further hearing. 
Relief from the long and short haul part of the fourth section, in 
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rates on brick and other clay products, from Clearfield, Pa., and 
points grouped therewith, to destinations in eastern trunk line 
and New England territories, authorized in the prior report, 
113 I. C. C. 496, modified in fourth section order No. 11245, so 
as to include relief between the Clearfield group, on the one 
hand, and the 60 per cent group in central territory, on the 
other, as well as between that group and trunk line and New 
England territories, on the basis of the lowest rates contem- 
poraneously maintained on the like traffic over any line or route 
and maintain higher rates at intermediate points subject to 
The 
object is to enable the carriers to maintain destination groups. 
The prior relief was subject, among other things, to the equi- 
Fourth section orders Nos. 8901 and 9335, in 
All 
other relief has been denied as of Sept. 10. Commissioner Tate 


the lowest combination and usual circuity limitations. 


distant clause. 
which the prior relief was granted, have been vacated. 


concurred, except as to relief from the quidistant clause. 


Hogs 
No. 25164, G. W. Brumley vs. C. & S. et al: 


hogs, points in New Mexico, 


to have resulted in unreasonable charges. 


Stocker Cattle 


No. 25039, E. D. Webster vs. A. T. & S. F. et al. By divi- 
Sion 4. Rates, stocker cattle, Ashtola and White Deer, Tex., to 
Lincoln Center, Kan., not unreasonable or otherwise unlawful. 
Rates, stocker calves and cattle, Stanton, Sterling City, and 
Midland, Tex., to Lincoln Center, Dorrance, and Bunker Hill, 


Kan., unreasonable but otherwise unlawful to the extent they 


exceeded $110.25, $99.75, $101.25, and $99.75, respectively. Ap- 
plicable rate, stocker cattle, Sterling City to Dorrance, un- 
reasonable to the extent it exceeded $112.25, all rates being 
by the car. Reparation awarded. Commissioner Mahaffie noted 
a dissent. 

Yardage Charges 


No. 24091, E. Kahn’s Sons Co. et al. vs. B. & O. et al. and 
No. 25660, Jacob Bauer’s Sons et al. vs. Same. By the Com- 
mission. Dismissed. So-called yardage charges collected on 
ordinary livestock at the public stockyard in Cincinnati, O., by 
the Cincinnati Union Stock Yard Co., found not subject to the 
jurisdiction of the Commission. 


Wood Sawdust 


I. and S. No. 3830, sawdust from Pennsylvania to New Jersey 
and New York. By division 3. Proposed cancellation of com- 
modity rates, wood sawdust, carloads, points in Pennsylvania 
to destinations in New Jersey and New York, found not justi- 
fied, without prejudice, however, to the establishment of rates 
made 18 per cent of first class, minimum 48,000 pounds. The 
proposal was to apply either the lumber rates or the sixth class 
rates whichever was the lower, the minimum in either event 
to be 36,000 pounds. Commissioner Brainerd concurred in the 
finding of nonjustification but said there was no substantial 
evidence to justify a finding of reasonableness as to rates made 
18 per cent of first class, minimum 48,000 pounds. 


Vegetable Shipping Packages 


No. 25247, Paducah Box & Basket Co., Inc., vs. I. C. et al. 
By division 3. Dismissed. Carload rates, fruit and vegetable 
shipping packages, Paducah, Ky., to Franklin, Tenn., and Gar- 
land, Owassa, Castleberry, and Atmore, Ala., found applicable 
and not unreasonable or otherwise unlawful. 


Slag 

No. 25294, Cash Brothers, Inc., vs. N. Y. N. H. & H. et al. 
and four sub-numbers thereunder, Connecticut Roofing Co. vs. 
Same, J. J. Moreau & Son vs. B. & M. et al., Glennon Roofing 
Co. vs. N. Y. N. H. & H. et al. and E. H. Friedrich Co. vs. 
Same. By division 4. Rates, slag, points in eastern Pennsyl- 
vania to destinations in Massachusetts, Connecticut, and New 
Hampshire, unreasonable to the extent they exceeded the rates 
under scale B prescribed in National Slag Co. vs. Atlantic City 
Railroad, 181 I. C. C. 699, subject to the addition of 70 cents a 
ton for car-float or lighterage service in New York Harbor and 
to the conditions set forth in the National Slag case with ref- 
erence to computing distances. Reparation awarded. Com- 
missioner Mahaffie dissented. 

Electric Household Refrigerators 

No. 25446, Jones Store Co., Inc., vs. C. & N. W. et al. By 
division 3. Charges, carload of electric household refrigerators, 
Chicago, Ill., to Kansas City, Mo., found inapplicable. Ap- 
plicable charges found to have been $137.16. Reparation of 
$96.12 awarded. 

Benzol 


No. 25461, Carnegie Steel Co. vs. P. & L. E. et al. By 


The Traffic World 


By division 3. 
Failure to provide a “two-for-one” rule in connection with rates, 
Oklahoma, and Texas to Los 
Angeles, Calif., in March, April, May, and June, 1930, found 
Reparation awarded. 
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division 5. Dismissed. Rate, benzol, in tank-cars, Clairton, Pa, 
to Baytown, Tex., not unreasonable. . 


Coal Fourth Section 


Fourth Section Application No. 14602, bituminous cog} to 
Buffalo, N. Y. By division 2. Authority denied to New Yor 
Central et al. in fourth section order No. 11249 to eStablish 
and maintain rates bituminous coal, cannel coal and blacksmit, 
coal, not mechanically ground or pulverized, from mines ip the 
Clearfield district in Pennsylvania to Buffalo, N. Y., over , 
route by way of Ashtabula, O., without observing the long.-ang. 
short-haul part of section 4. 


Cast Pipe Reparation 


No.19898, Western Carolina Shippers’ Association et al. ys 
Asheville Southern et al. By division 3. Upon further hearing, 
reparation of $603.28 awarded to partners trading as Kelly-Wj. 
son Co. and $425.52 to United States Cast Pipe & Foundry (, 
on account of the findings of unreasonableness as to rates on 
cast iron pipe, Chattanooga, Tenn., to Asheville, Azalea, Bilt. 
more, Black Mountain, Saluda and Swannanoa, N. C., made jp 
the original report, 174 I. C. C. 353. 


Sheep Reparation 


No. 20867, San Antonio Meat Co. et al. vs. D. & R. GW. 
et al. By division 3. Upon further hearing, parties entitleq 
to reparation on sheep, in double deck carloads, points in Utah 
to Los Angeles, Calif., under findings in the prior report, 179 
I. C. C. 29, determined. All complainants and interveners ey. 
cept those named in marginal note No. 2, namely, Peerless 
Packing Co., California Dressed Beef Co., Globe Packing (Co, 
Hauser Packing Co. and Parsons Livestock Commission (Co, 
found to be entitled to reparation. D. H. Lillywhite, C. W. 
Campbell, Paul Hill and Roger Knorpp, trading as Southwest 
Commission Co., according to specific agreement of the car. 
riers are permitted to submit affidavit proof for consideration. 
Rule V statements are to be filed. 


Tar 


No. 21358, American Tar Products Co. vs. A. G. S. et al. and 
No. 23701, Barrett Co. vs. Same. By the Commission. On re 
consideration findings in former report, 160 I. C. C. 651, that 
rates on crude water-gas tar, points in Indiana, Illinois and 
Missouri to Woodward, Ala., were unreasonable, affirmed. Find- 
ings in the former report, 179 I. C. C. 366, that the rates charged 
on crude coal tar were unreasonable, affirmed, but the basis for 
rates for the future modified so as require rates not exceeding 
15 per cent of first class rates prescrbied in the southern class 
rate revision to be established from points in Indiana, Ohio, 
Pennsylvania, Illinois and Missouri to Ensley, Ala., to be es- 
tablished not later than Aug. 19. 


Tankage Reparation 


No. 23715, Read Phosphate Co. vs. A. T. & S. F. et al. 
By division 3. Upon further hearing, amounts of reparation 
due under findings in the previous report, 182 I. C. C. 499, that 
rates on tankage, Milwaukee, Wis., Chicago, Ill., and Indian- 
apolis, Ind., to Nashville, Tenn., were unreasonable, determined. 
The reparation is to be paid to the complainant. The report 
sets forth the amounts to be paid by the various combinations 
of railroads which handled the tankage shipments, the largest 
amount, $2,697.93, being charged to the C. & N. W., C. & El. 
and L. & N. 

Butter 


No. 25404, Armour & Co. vs. St. Louis-San Francisco et al. 
By division 2. Rate, carload, butter, Kansas City, Mo., to 
Dublin, Ga., unreasonable, but not otherwise unlawful, to the 
extent it exceeded $1.69, a rate that became effective after the 
shipment moved on a rate of $1.92 which, the report said, was 
applicable. Reparation of $50.84 awarded. 


Cotton-Bale Covering 

No. 24479, Carolina Bagging Co. et al. vs. N. & W. et al. 
By division 3. Rates applicable interstate prior to December 
15, 1930, old or “mill-run” cotton-bale covering not suitable for 
baling cotton until reconditioned or further manufactured in 
straight carloads or mixed carloads with old cotton-baling ties 
and buckles, points in Virginia, Tennessee, the Carolinas, Georgia 
and Alabama to Henderson, N. C., and Augusta, Ga., and on neW, 
reconditioned and rewoven cotton-bale covering, straight or 
mixed carloads with new or repaired cotton-baling ties and 
buckles, from Henderson to destinations in South Carolina and 
Georgia, unreasonable to the extent they exceeded 22.5 per cent 
of the contemporaneous first class rate on mill-run bagging, 
minimum 30,000 pounds, and 27.5 per cent of first class rates 
on new, reconditioned and rewoven bagging, also minimum 30,000 
pounds. Reparation awarded. Commissioner Lee dissented. 


Live Stock 
No. 24655, Missouri-Kansas-Texas Railroad Co. et al. V8 
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Tton, Pa, 





u. & G. et al. By division 3. Dismissed. Defendants’ 
ailure and refusal to establish joint through rates, live stock, 
points on their lines in Texas to St. Louis, Mo., and National 
stock Yards, Ill., for application over routes embracing com- 
plainants’ lines beyond Nelagony, Okla., not unreasonable but 
unduly prejudicial. A further finding is that the failure of the 
defendants to permit the M.-K.-T. to participate in through routes 
and joint rates between Fort Worth and Muskogee, Okla., is 
unduly prejudicial. The Commission said that it thought no order 
was necessary. Commissioner Lee concurred in the finding of 
undue prejudice but did not agree with the conclusion of the 
majority that the Commission was without power to require 
the establishment of the through routes and joint rates sought. 


Tanning Extract 


No. 24906, Pine Grove Tanning Co. vs. B. & O. et al. By 
division 4. Rate, liquid chestnut tanning extract, in tank cars, 
Lynchburg, Va., to Pine Grove, Pa., unreasonable after March 
31, 1931, to the extent it exceeded or may exceed 26 cents, to 
which the Commission said the emergency charge might be 
added. New rate to be effective not later than August 24. Rep- 
aration awarded. Commissioner Mahaffie, dissenting, said the 
record did not contain evidence adequate to support an award 
of reparation or the prescription of a rate for the future lower 
than 28 cents. 


f 


Imported Olives 


No. 25030, Marsh & Marsh, Inc., vs. Inland Waterways Cor- 
poration et al. By division 2. Dismissed, Rate, imported olives, 
New Orleans, La., to Omaha, Neb., not unreasonable or in viola- 
tion of section 4. 

Lumber and Shooks 
No. 23381, Boydton Manufacturing Co., Inc., et al. vs. South- 


Sern et al., a sub-number thereunder, Phillips Lumber Co., Inc., 


vs. C. & O. et al., and No. 23385, Barnes Lumber Corporation 
et al. vs. C. & O. et al. By the Commission. Upon reconsidera- 
tion finding in the former report, 188 I. C. C. 64, that rates on 
lumber and box shooks, Amelia, Boydton, Saxe, Chase City, 
South Hill, Blackstone, Dillwyn, Pemberton, Petersburg, Char- 
lottesville, and Orange, Va., to destinations in eastern trunk 
line and New England territories were not unreasonable in the 
past, but unreasonable for the future, modified. Reparation 
awarded. The new finding is that the rates to New York, N. Y., 
were and will be unreasonable to the extent they exceeded or 
may exceed 23.5 cents from Petersburg, Orange and Charlottes- 
ville; 25 cents from Dillwyn, Pemberton and Amelia; 26.5 cents 
from Blackstone; and 27 cents from South Hill, Saxe, Chase 
City, and Boydton. A further finding is that the rates to other 
destinations in trunk line and New England territories, except 
from Blackstone, Pemberton and Petersburg, Va., to Pittsburgh, 
Pa., were and for the future will be unreasonable to the extent 
they exceeded or may exceed rates made by adding to or de- 
ducting from the rates herein prescribed to New York the dif- 
ferentials over or under New York, prescribed in the North 
Carolina Pine Association case, 85 I. C. C. 270. Reparation was 
awarded to the complainants in Nos. 23385 and 23381, Sub. No. 1. 
Surcharges, the report said, might be added to the rates charged 
on shipments on and after January 4, 1932. New rates are to 
be established by the defendants in No. 23385 not later than 
August 24. Commissioner Mahaffie wrote a concurrence in part 
in which he was joined by Commissioner Lee. Commissioner 
Porter dissented in part and was joined in that expression by 
Commissioner Tate. 


Charges on Livestock 


No. 25002, St. Paul Live Stock Exchange vs. C. M. St. P. 
& P. et al., embracing also a sub-number, Farmers’ Union Live- 
Stock Commission Co. vs. C. M. St. P. & P. et al. By division 4. 
Through interstate charges on livestock, from origins in Wash- 
ington, Oregon, Idaho, Montana, North Dakota, South Dakota, 
Minnesota, Iowa, and Wisconsin to South St. Paul, Minn., are 
and for the future will be unreasonable and unduly prejudicial 
to the extent that such charges exceed or may exceed charges 
resulting from rates from and to the same points based on 
the distance scales prescribed in Livestock-Western District 
Rates, 176 I. C. C. 1, without the addition of a switching charge. 
Allegation of unjust discrimination not sustained. Order for 
future effective on or before August 24. Reparation denied. 
Commissioner Mahaffie concurred in part. 


Iron and Steel Articles 
No. 22217, Concrete Engineering Co. vs. A. T. & S. F. et al. 
Report on further hearing. By division 3. Findings in prior 
report, 168 I. C. C. 368, as to rates on iron and steel articles 
from Kansas City, Mo., to points in Oklahoma and Kansas, clari- 
fied as to bases for reparation. Reparation awarded. 


Tannery Fleshings, Etc. 
No. 22137, Eastern Tanners’ Glue Co. vs. Southern et al., 
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embracing also No. 22631, England, Walton & Co., Inc., vs. 
Southern et al. Report of Commission on further hearing. 
By division 5. Reparation under findings in 171 I. C. C. 213 
determined and awarded. The reparation aggregates more than 
$50,000. The shipments of tannery fleshings and hide trimmings 
involved moved from points in Virginia, West Virginia, North 
Carolina, Kentucky, Tennessee and Georgia to Gowanda, N. Y. 


Seed Envelopes 


No. 25204, Northrup, King & Co. vs. B. R. & P. et al. By 
division 3. Dismissed. Carload rates, seed envelopes, Roches- 
ter, N. Y., to Minneapolis, Minn., not unreasonable. 


Coal 


No. 25023, Sullivan-Hays Coal Co., Inc., vs. N. Y. N. H. & H. 
et al., embracing also a sub-number, Same vs. Same et al. By 
division 5. Rates, bituminous coal, Clearfield, Westmoreland, 
Pittsburgh, Cumberland, Piedmont and Meyersdale districts in 
Pennsylvania, and rates on anthracite coal, points in Pennsyl- 
vania to Burnside, Conn., not unreasonable, but applicable and 
were, are and for the future will be unduly prejudicial to the 
extent they exceeded, exceed or may exceed the rates maintained 
contemporaneously to East Hartford, Conn. Commission said 
the record would not support an award of reparation based on 
the undue preference and prejudice found to exist. Order for 
future effective on or before August 24. 


Automobiles 


No. 20134, Convey-Ballard Motor Co. vs. C. M. St. P. & P. 
et al., embracing also No. 20241, Taylor Motor Co. vs. A. T. & S. 
R. et al. Supplemental report of the Commission in 177 I. C. C. 
309. By division 4. In original report Commission found un- 
reasonable rates, passenger automobiles and parts, Racine Junc- 
tion, Wis., and Detroit, Mich., to Salt Lake City, Utah. Original 
report amplified by inserting at the end of the paragraph of 
findings on page 315 thereof the following: “Complainant in 
No. 20241 may include in its statements any shipments which 
moved during the period represented by the exhibit to the 
complaint therein and subsequent thereto, supported by affi- 
davits that it paid or bore the charges thereon, If defendants 
object to this method of proof, a further hearing may be 
requested.” 


Coal 


No. 14622, Board of Railroad Commissioners of the State 
of South Dakota vs, C. & A. et al. Report of the Commission on 
further hearing. By the Commission. Order entered in con- 
nection with the original report in Lake Dock Coal Cases, 89 
I. C. C. 170, in so far as it relates the rates on bituminous steam 
coal, from mines in [Illinois to Yankton, Mitchell, Huron, Water- 
town, and Aberdeen, S. D., to those contemporaneously in effect 
to Sioux City, Ia., vacated and set aside, to enable defendants 
to reduce the rates on steam coal from Illinois mines to Sioux 
City for the purpose of meeting competition created by the 
use of natural gas at that point without making corresponding 
reductions in the rates to the eastern South Dakota points. The 
Commission said that in the original report it found that unlaw- 
ful preference of Sioux City and prejudices to eastern South 
Dakota existed. Since the original decision, however, it said a 
competitive condition over which defendants had no control had 
arisen at Sioux City resulting in the loss of considerable coal 
tonnage moving by rail to that point and that further loss of 
this tonnage was threatened under the present rate adjustment. 
It said this condition was not encountered at the eastern South 
Dakota points and that to constitute a prejudicial relationship 
in rates which was undue, the circumstances and conditions sur- 
rounding both the alleged prejudicial and preferential rate situa- 
tions must, in effect, be substantially similar. In the circum- 
stances, it said, it was of the opinion that under present trans- 
portation conditions prevailing at Sioux City changes in the 
rates proposed by defendants would not result in unlawful 
preference and prejudice as between that point and points in 
eastern South Dakota. 

Cement 


Fourth Section Application No. 15002, cement from Louis- 
ville, Neb. By division 2. By Fourth Section Order No. 11259 
applicants having circuitous routes authorized to establish rates 
on portland or hydraulic cement from Louisville, Neb., to desti- 
nations in Minnesota, North Dakota and South Dakota, the same 
as the rates contemporaneously in effect on like traffic over the 
short line or routes from and to those points, constructed on 
the basis prescribed or approved in Ash Grove Lime & P. C. 
Co. vs. C. B. & Q., 190 I. C. C. 103, which report is hereby referred 
to and made a part hereof and to maintain higher rates from 
and to {ntermediate points; provided, that rates from and to 
higher rated intermediate points shall not exceed rates con- 
structed on the basis prescribed or approved in that proceed- 
ing and shall in no case exceed the lowest combination of rates 


gi 


PAGE 1024 


subject to the interstate commerce act; provided further, that 
the authority granted shall not include intermediate points as to 
which the haul of the petitioning line or route is not longer 
than that of the direct line or route between competitive points, 
and that the relief authorized shall not apply over lines or 
routes which are more than 50 per cent longer than the short 
line or route from and to the same points; further ordered that 
in complying with the foregoing conditions carriers may use 
distances from and to base points in lieu of distances from and 
to individual points. 


Soap and Soap Powders 


Fourth Section Application No. 14922, soap and soap powders 
to the south. By division 2. In Fourth Section Order No. 11258, 
Southern Railway and other carriers authorized to establish rates 
on soap and related articles, from Cincinnati, Ohio, Louisville, 
Ky., St. Louis, Mo., and Jeffersonville, Ind., to lower Mississippi 
River points, without observing the long-and-short-haul pfovi- 
sion of section 4, as follows: 36 cents from Cincinnati, O., Louis- 
ville, Ky., and Jeffersonville, Ind., to Greenville, Vicksburg and 
Natchez, Miss., and New Orleans and Baton Rouge, La., and 
from St. Louis, Mo., to New Orleans and of 31 cents from 
Cincinnati, Louisville and Jeffersonville to Memphis, Tenn., sub- 
ject to usual circuity and combination limitations. 


PROPOSED REPORTS 


Rough Rice 
No. 24232, Mount Royal Rice Mills, Limited, et al. vs. S. P. 
et al. By Examiner T. P. Wilson. Upon further hearing amount 
of reparation on rough rice due the complainant under findings 
in the former report, 186 I. C. C. 469, determined. 


Lime 
No. 25571, Rockdale Lime Co., Inc., vs. B. & O. et al. By 
Examiner C. J. Peterson. Dismissal proposed. Rates, lime Stras- 
burg Junction and Linville, Va., to Charleston and South Charles- 
ton, W. Va., proposed to be found not unreasonable. 


Cotton Blankets 


No. 25607, Wyman Partride & Co. et al. vs. B. & A. et al. 
By Examiner Charles W. Berry. Dismissal proposed. Any 
quantity rates, cotton blankets, origins in New England to 
Minneapolis, Minn., not shown to be unreasonable. Damage 
due to undue prejudice not proved. Reparation proposed to be 
denied. 

Sweetclover Seed 

No. 24088, Rudy-Patrick Seed Co. vs. A. T. & S. F. et al., and 
a sub-number thereunder, J. G. Peppard Seed Co. vs. Same. By 
Examiner Robert M. Furniss. Upon further hearing amounts of 
reparation due to complainants under the rates on sweetclover 
seed, carloads, between points in Kansas, Missouri, South Dakota 
and Nebraska, on the one hand, and points in Iowa, Kansas, 
and Missouri, on the other, found unreasonable in 181 I. C. C. 
571, determined. 

Processed Sand 

No. 25597, Hungerford & Terry, Inc., vs. Pennsylvania. By 
Examiner L, J. P. Fichthorn. Rate, sand, processed for water 
filtering and softening, Sewell, N. J., to New York Lighterage, 
N. Y. (Manhattan Piers, N. J.), for export, found inapplicable 
prior to August 25, 1931. Applicable rate proposed to be found 
to have been $2.45 a short ton. Reparation proposed. 

Bananas 

No. 25667, Pittsburgh Banana Co. vs. N. Y. N. H. & H. et al. 
By Examiner E. P. Hurley. Dismissal proposed. Charges col- 
lected on 29 carloads of bananas, Boston, Mass., to Pittsburgh, 
Pa., proposed to be found applicable and not unreasonable or 
unduly prejudicial. Damages, according to the examiner, were 
not shown to have resulted because of the alleged violation of 
the long-and-short-haul part of section 4. 


Contractors’ Equipment, Etc. 
No. 25568, Mountain States Construction Co. vs. D. & R. G. 
W. By Examiner W. R. Brennan. Dismissal proposed. Rates, 
contractors‘ equipment and rock crusher machinery, between 
points in New Mexico and Colorado, not unreasonable. 


Sand and Gravel 

No. 25407, Reed & Wheelock vs. C. B. & Q. and a sub-num- 
ber thereunder, Same vs. Same. By Examiner Charles W. Berry. 
Rate, sand and gravel, Oreapolis, Neb., to Prescott, Ia., not 
unreasonable. Rate to Bedford, Ia., not unreasonable in the 
past but proposed to be found unreasonable for the future to 
the extent it may exceed $1.15 a ton. Reparation proposed to 
be denied. 

Iron Mass 

No, 25153, Conewago Gas Co. et al. vs. C. R. R. of N. J. et al., 

a joint hearing with the Pennsylvania commission. By Examiner 


The Traffic World 
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D. C. Dillon. Interstate rates, iron mass (gas purifying) , 
spent, from Port Richmond (Philadelphia), and Plymouth Mec 
ing, Pa., and Elizabethport, N. J., to Hanover, Pa., Hagersto, 
Md., Salem, N. J., and Martinsburg, W. Va., not shown to hay 
been unreasonable in the past except from Port Richmong , 
Salem and Hagerstown but proposed to be found unreasonay 
in the future to the extent they may exceed 80 per cent of thy 
contemporaneous sixth class rates, minimum 50,000 pounds, p, 
posed that the Commission should further find that the assajjy 
rates from Port Richmond to Salem and Hagerstown were ani 
for the future would be unreasonable to the extent they exceejy 
or might exceed 80 per cent of sixth class, minimum 50,00) 
pounds. New rates and reparation proposed. 


Animal Feed 


No. 25112, Pan American Feed Co. vs. A. T. & S. F. ety 
By Examiner J. P. McGrath. Rates, animal feed, Kansas (City 
Mo., to destinations in Kansas and Nebraska, proposed to 
found unreasonable and unduly prejudicial to the extent they 
exceeded class E rates which became effective December 3, 193], 
minimum 40,000 pounds, but not less than the contemporaneoy 
rates on corn, from and to the same points. Reparation propose 


Crude Barytes Ore 


No. 25409, Bates Barite of Texas et al. vs. S. P. et al. an 
No. 25608, Same vs. T. & P. et al. By Examiner C. Garofaly 
Dismissal proposed. Rates, crude barytes ore, Mesa, Ariz, t) 
Odessa, Tex., and on ground barytes and ground barytes mixoj 
with ground clay, from Odessa, Tex., to Hobbs, N. Mex., no 
unreasonable. The examiner said that certain shipments wep 
undercharged. 

Scrap Iron 


No. 25618, S. Sternberg and Co., assignee of the David J, 
Joseph Co. vs. B. & O. et al. By Examiner John McChori, 
Dismissal proposed. Reparation, scrap iron, Asheville, N. (, 
to Portsmouth, O., and Ashland, Ky., barred by limitations, 


Garbage Tankage 


No. 25582, Georgia Fertilizer Co. vs. A. B. & C. et al. By 
Examiner John McChord. Recommends finding rate, garbage 
tankage (fertilizer material) French Landing, Mich., to Valdosta, 
Ga., unreasonable to extent it exceeded or may exceed rates 
found reasonable under the scale adopted for application in 
Fertilizer and Fertilizer Material, 151 I. C. C. 618, 625, for like 
distances and manner of constructing rates as therein provit- 
ing that rates be determined in accordance with the formula 
prescribed in Prairie Pipe Line Co. vs. A. W., 146 I. C. C. 149 
and Magnolia Petroleum Co. vs. C. R. I. & G., 151 I. C. C. 79%, 
and reparation. 

Sheep 


No. 25632, Cudahy Packing Co. vs. O. S. L. et al. By Ex 
aminer L. B. Dunn. Recommends reparation of $411.54 on find 
ing rates, sheep, double-deck carloads, points in Oregon and 
Idaho to Los Angeles, Calif., unreasonable to the extent they 
exceeded 76 cents from Arco and St. Anthony, 73 cents from 
Blackfoot, 77.5 cents from Kimberly and Gooding, 86.5 cents 
from Venator, and 83 cents from Mallett, carload minimum, 
double-deck, 23,000 pounds. 

Casinghead Gasoline 


No. 25708, Sinclair Prairie Oil Co. vs. F. S. & W. et al. By 
Examiner William G. Butts. Dismissal proposed. Rate, casing- 
head gasoline, Boley, Okla., to Meraux, La., not unreasonable. 


Blasting Caps, Etc. 


No. 25517, E. I. DuPont De Nemours & Co. vs. N. Y. §. 
& W. et al. By Examiner R. J. Olentine. Recommends repara- 
tion on finding unreasonable rates, blasting caps, in carloads 
and less carloads, and safety squibs, any quantity, from Pomp- 
ton Lakes, N. J., to destinations in Virginia and West Virginia, 
as follows: Rates charged prior to December 3, 1931, on safety 
squibs and carload shipments of blasting caps unreasonable to 
extent they exceeded $1.50 to East Radford, $1.52 to Parrot, 
Pembroke, and Pulaski, $1.60 to Bluefield and Austinville, $1.62 
to Falls Mill and Cliffview, $1.66 to Welch, Caples, Plasterco, 
Cedar Bluff, Wilcoe, and Gary, $1.69 to Venus, Amonate, Wal, 
Wallace, Jewell, and Red Ash, $1.73 to Wharncliffe, Devon, and 
St. Paul, $1.75 to Williamson, Mitchell Branch, and Norton. 
Rates charged on L. C. L. shipments of blasting caps unreason- 
able to extent they exceeded rates equivalent to double those 
indicated. Rates charged on and after December 3, 1931, t0 
Jewell, East Radford, Pulaski, Wallace, Austinville, Cliffview, 
Plasterco, Cedar Bluff, St. Paul, Norton, and Red Ash on the 
safety squibs and carload shipments of blasting caps were 
unreasonable to the extent they exceeded $1.40, $1.19, $1.23, 
$1.48, $1.33, $1.39, $1.48, $1.37, $1.50, $1.52, and $1.40, respec 
tively, and rates charged on L. C. L. shipments of blasting 
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aps were unreasonable to extent they exceeded the equivalent 
-+wice those rates. 
wae Printing Paper 

No. 25755, Fraser Paper, Limited, vs. B. & A. By Examiner 
erbert P. Haley. Reparation of $342.30 recommended on find- 
ng carload rate, printing paper, Madawaska, Me., to St. Leonard, 
ew Brunswick, Canada, applicable on shipments destined to 
sontreal, Que., for export, unreasonable to the extent that the 
actor of 19.5 cents from Madawaska to St. Leonard exceeded 
cents. : . 

Bitumastic Enamel, Etc. 

No. 25328, Panhandle-Eastern Pipe Line Co. vs. Alton et al. 
by Examiner J. P. McGrath. Following Wailes Dove-Hermiston 
orporation vs. A. & R., 192 I. C. C. decided April 25, 1933, 
ffth class rates proposed to be found applicable on bitumastic 
pnamel, in carloads, from Hast St. Louis, Ill., to points in Mis- 
souri and Indiana, and applicable rates found not unreasonable 
n the past but unreasonable for the future to the extent that 
hey may exceed the rates prescribed in the Wailes Dove- 
ermiston case cited. Rates assailed on bitumastic solution 
and bitumastic coupling coating, in straight carloads, or in 
nixed carloads with bitumastic enamel, not shown to be unrea- 
sonable or otherwise unlawful. Examiner said as reasonable 
rates on bitumastic enamel for the future were prescribed in 
the Wailes Dove-Hermiston case no order herein for the future 
was necessary and therefore proposed dismissal. 


Coal 


No. 25456, Farmers Union Elevator Co. et al. vs. D. & R. 
et al. By Examiner Arnold C. Hansen. Recommends finding 
rates, bituminous coal, of $3.65 and $3.10, respectively, from the 
Spadra and Arkansas-Oklahoma groups to Lindsborg, Kan., in 
effect since July 1, 1931, not unreasonable in the past or present, 
and that assailed rates of $4.14 from the Spadra group and $3.89 
from the Arkansas-Oklahoma group to Lindsborg in effect prior 
to July 1, 1931, were and are unreasonable to the extent they 
exceeded or exceed $3.65 and $3.10, respectively. Reparation 
proposed. 





Potatoes 


No. 25511, Maine Potato Growers’ & Shippers’ Association 
vs, B. & A., embracing also No. 25679, Town of Searsport, Maine, 
et al. vs. B. & A. By Examiner H. W. Johnson. Recommends 
finding rates, potatoes, points on defendant’s line in Maine to 
Searsport, Me., for coastwise shipment; on and after August 
18, 1932, were and are unreasonable, unduly prejudicial to Sears- 
port and unduly preferential to Northern Maine Junction, Me., 
and Boston, Mass., to the extent they exceeded or may exceed 
the rates in effect prior to that date as follows: From group 
1, 18 cents; group 2, 21 cents; group 3, 23.5 cents; group 4, 
24 cents; group 5, 26.5 cents; and group 6, 21 cents, Reparation 
proposed in No, 25511. Further hearing as to reparation in No. 
25679 recommended. Examiner said Commission should further 
find that the practice of defendant in maintaining a free time 
allowance at Searsport, Me., of only two days on potato traffic 
moving from stations on defendant’s line via the port of Sears- 
port is not unreasonable or unduly prejudicial to Searsport 
nor unduly preferential of Boston. 


Milk and Cream 


No. 24637, Borden Southern Co. vs. A. G. S. et al. By Ex- 
aminer J. J. Williams. Rates, milk and cream, in 10-gallon 
cans, in carloads and less-than-carloads, Fayetteville and Lewis- 
burg, Tenn., to destinations in Florida, Georgia and South Caro- 
lina, proposed to be found not unduly preferential or prejudicial; 
that rates on milk in 10-gallon cans in less than carloads are 
and for the future will be unreasonable to the extent they ex- 
ceed or may exceed the distance rates prescribed in C. F. A. 
Territory Milk and Cream Rates, 46 I. C. C. 601, modified by 
the subsequent increases and reductions and that the rates 
assailed on milk in 10-gallon cans, in carloads, are and for the 
future will be unreasonable to the extent they exceed or may 
exceed 87.5 per cent of the rates herein prescribed on less than 
carloads. In determining rates to Florida destinations, said the 
examiner, distance arbitraries equal to 15 per cent of the C. F. 
A. scale herein prescribed may be added for that portion of the 
distance south of the line of the Seaboard Air Line extending 
from Jacksonville to River Junction. The examiner said the 
Commission should further find that the rates assailed on cream, 
in 10-gallon cans, in carloads, and less than carloads, are and 
for the future will be unreasonable to the extent they exceed 
or may exceed the respective rates herein prescribed on milk 
by more than 25 per cent. He said the Commission should fur- 
ther find that the rates on milk and cream, in iced tubs, in less 
than carloads, are and for the future will be unreasonable to 
the extent they exceed or may exceed 120 per cent of the rates 
Prescribed on the same commodities in plain cans, in less than 
carloads. Further, he recommended that the Commission find 
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not unreasonable the present service accorded complainant’s 
shipments of milk and cream in less than carloads, between the 
same points. 


ABANDONMENT OF TEXAS LINES 


Examiner Thomas F. Sullivan in a proposed report in 
Finance No. 9614, has recommended that a certificate be issued 
permitting the St. Louis, Brownsville & Mexico Railway Co. to 
abandon that portion of its line extending from a point near 
Seadrift to Port O’Connor, approximately 18.47 miles, in Cal- 
houn county, Tex. Abandonment is opposed by the state of 
Texas, the Railroad Commission of Texas and communities and 
citizens. The examiner said applicant’s line was a separately 
operated unit of the Missouri Pacific system, and that it tra- 
versed a sandy area devoted chiefly to cattle raising. 

Examiner J. S. Prichard, in a proposed report in Finance 
No. 9615, has recommended that the St. Louis, Brownsville & 
Mexico Railway Co. be permitted to abandon a branch line ex- 
tending from a connection with its main line at or near Buckeye 
to Collegeport, 16.9 miles, in Matagorda county, Tex. Abandon- 
ment is opposed by persons residing in the territory tributary 
to the branch. 


N. W. P. ABANDONMENT 


The Commission, by division 4, in Finance No. 9736, North- 
western Pacific Railroad Co. abandonment, has authorized the 
applicant to abandon part of its Point Reyes branch, 17.6 miles 
long, in Marin county, Calif., and a part of its Guerneville branch 
in Sonoma county, Calif., a distance of 7.2 miles. The first 
mentioned segment, the report said, represented an investment 
cost of $751,692 and the second an investment cost of $176,055. 
The segments marked for abandonment, the report said, were 
the extreme western parts of the two branches, the forests they 
were built to serve having been practically exhausted. Paved 
highways, the report said, paralleled the branches and motor 
oe now handled much of the traffic formerly transported 

y rail. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 9968, authorizing (1) the Phil- 
adelphia, Baltimore & Washington Railroad Company to issue $1,- 
185,000 of general mortgage gold bonds, series D; said bonds to be 
delivered at par to the Pennsylvania Railroad Company in partial 
reimbursement for expenditures made by that company for capital 
purposes and to retire maturing bonds; and (2) the Pennsylvania 
Railroad Company to assume obligation and liability, as lessee and 
guarantor, in respect of said bonds, approved. 

Report and certificate in F. D. Nos. 9916 and 9921, (1) authorizing 
the Gulf, Mobile & Northern Railroad Company to operate, under 
trackage rights, over the railroad of the Illinois Central Railroad 
Company from Bemis, Tenn., to Paducah, Ky., and over certain 
terminal facilities of the Nashville, Chattanooga & St. Louis Rail- 
way at Paducah, Ky., and (2) permitting the Gulf, Mobile & North- 
ern Railroad Company to abandon operation under trackage rights 
over the railroad of the Nashville, Chattanooga & St. Louis Railway 
between Jackson, Tenn., and Paducah, Ky., approved. 

Report and order in F. D. No. 9963, authorizing the Great North- 
ern Railway Company to procure the authentication and delivery of 
not exceeding $45,000,000 of general mortgage 6 per cent gold bonds, 
series F, in partial reimbursement of capital expenditures heretofore 
made, approved. 

Report and order in F. D. No. 9977, authorizing the Chicago, In- 
dianapolis and Louisville Ry. Co. to issue not exceeding $515,000 of 
promissory notes to procure part of the funds necessary to pay 
maturing interest, approved. 


FINANCE APPLICATIONS 


Finance No. 9999. Great Northern Railway Co. and St. Paul, 
Minneapolis & Manitoba Railway Co. ask for authority to enter into 
an agreement jointly or severally with the owners thereof, for ex- 
tension of ten years from date of maturity of all or any part of 
consolidated mortgage bonds of the St. Paul, Minneapolis & Manitoba, 
aggregating $41,963,000, maturing July 1, 1933. 

Finance No. 10000. Boston & Maine Railroad asks authority to 
issue a note or notes to the amount of $1,000,000 to the Railroad 
Credit Corporation, evidencing a loan of like amount and to pledge 
as security therefor not exceeding $2,175,000, of its series LL, first 
mortgage 6 per cent gold bonds. 

Finance No. 10001. Chicago, Rock Island & Pacific Railway Co. 
asks authority to acquire a portion of the line of railway in La 
Salle and Grundy counties, Ill., now owned by Kankakee & Seneca 
Railway Co. In Finance No. 9674, the Commission authorized the 
K. & S. to abandon its line which extends from Kankakee to Seneca, 
Ill., 42.19 miles. Applicant owns one-half of the outstanding capital 
stock and mortgage bonds of the K. & S. and the C. C. C. & St. L. 
owns the other half. Applicant said the proprietary companies had 
agreed, on abandonment of the K. & S. to divide the same in equal 
shares, the C. C. Cc. & St. L. to receive the easterly portion and 
applicant to receive the westerly portion. On receiving its portion 
of the line of the K. & S., applicant intends to dismantle that part 
east of a point at or near Wauponsee, approximately 7.32 miles east 
of Seneca on the south side of the Illinois River, and intends to retain 
that portion of the line between said point and the point where the 
K. & S. connects with applicant’s rails at Seneca. This retention 
will be for purpose of giving continued freight switching service to 
powder plant of DuPont Company and a grain elevator. 

Finance No. 9972. Amended application of Stanley, Merrill & 
Phillips Railway Co. for authority to abandon its line from Polley to 
Walrath, Wis., 22 miles. The line has been leased to the Wisconsin 
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Central and operated by the M. St. P. & S. S. M. The lease expired 
April 16. The traffic has not paid out-of-pocket expenses, according 
to applicant. 

Finance No. 10002. Colorado & Wyoming Railway Co. asks 
authority to abandon its Primero branch of its southern division in 
Las Animas county, Colo. : ; 

Finance No. 10003. St. Louis, Brownsville & Mexico Railway Co. 
asks approval of extension for two years of agreement with Gulf, 
Colorado & Santa Fe Railway Co. under which applicant operates 
over line of latter between Algoa and Houston, Tex. 

Finance No. 9997. Sacramento Northern Railway asks for au- 
thority to issue a promissory note for $1,598,267.66, and to deliver it 
to the Western Pacific Railroad Co. as evidence of indebtedness on 
account of advances made prior to May 31, 1932, which were used 
by the applicant to finance capital additions and betterments. 

Finance No. 9998. Tidewater Southern Railway Co. asks for au- 
thority to issue promissory note for $508,278.61, and to deliver it to the 
Western Pacific Railroad Co. as evidence of indebtedness on account 
of the advances made to the applicant prior to May 31, 1932, used 
by the applicant to finance capital additions and betterments. 


Finance No. 10004. Pittsburgh & Shawmut Railroad Co. asks 
authority to abandon 1.32 miles of line from Tait to Knoxdale in Jef- 
ferson county, Pa., on account of exhaustion of coal which formerly 
provided traffic. 

Finance No. 10006. J. M. Kurn and John G. Lonsdale, receivers 
of St. Louis-San Francisco Railway Co., ask authority to abandon 
operation of 4.5 miles of line from Wardell to Fraily, Mo., and 4 miles 
of lines from Yukon to Deering Junction, Mo. 

Finance No. 10007. Northern Pacific Railway Co., Duluth, South 
Shore & Atlantic, and Wisconsin Central Railway Co., and the lat- 
ter’s receiver, A. E. Wallace, ask approval of agreements for joint 
use of tracks and facilities to enable the South Shore, if and when 
it is permitted by the Commission to abandon its line between Ma- 
rengo Junction and Allouez, Wis., to operate over the Wisconsin 
Central’s line between Marengo Junction and Ashland, Wis., and to 
operate over the Northern Pacific’s line between Ashland and Su- 
perior, Wis. 


PETITIONS FOR REHEARING, ETC. 


No. 15427, Iola Cement Mills Traffic Association et al. vs. A. & 
S. et al. Texas carriers, defendants, in No. 15427 and No. 21164, 
Iola Cement Mills Traffic Association et al. vs. A. & S. et al., ask 
dismissal of the petition of complainants for a thirteenth section order 
in No. 15427 and 21164, without a hearing. 

No. 20194, Fredonia Linseed Oil Works Co. vs. A. T. & S. F. et 
al. Defendants ask reopening, reconsideration and modification of 
Commission’s reparation order dated February 8, 1932. 

Finance No. 9114, In the matter of application of Arizona Eastern, 
El Paso & Southwestern, and Southern Pacific, their lessee, under 
paragraphs (18) to (21), inclusive, of section 1 of the interstate 
commerce act, for a certificate of public convenience and necessity 
authorizing the abandonment of the Cochise-Douglas Branch, Gleeson 
Branch, Courtland Branch, Commonwealth Branch, in Cochise County, 
state of Arizona. Protestants, Arizona Corporation Commission, 
Commonwealth Development Co., Leadville Mining Co., Black Dia- 
mond Copper Co., and Arizona Cattle Growers’ Association, ask re- 
consideration and modification of decision of division 4, or in the al- 
ternative rehearing, and/or in the further alternative oral argument 
before the entire Commission. 

No. 24166, Arizona Packing Co. et al. vs. A. T. & S. F. et al. 
Complainants and interveners ask reconsideration and modification 
of decision of division 2 on present record, and/or in the alternative, 
oral argument before the entire Commission and modification of said 


decision. 

No. 17000, part 8, rate structure investigation, cottonseed, its 
products, and related articles. Defendant and respondent carriers 
operating in Southwestern Freight territory, Western Trunk Line 
committee territory, Official Classification territory, Illinois Freight 
Association territory and Texas-Louisiana Tariff Bureau territory, 
ask reconsideration and modification of Commission’s findings and 
order, dated November 12, 1932. 

No. 24375, Hygrade Food Products Corporation vs. A. T. & S. 
F. et al. Railroad defendants ask reopening for purpose of receiving 
certain additional evidence. 

No. 25135, Part 7, Montana, increases in intrastate freight rates. 
Oregon Short Line, respondent herein, asks modification of findings 
and order herein so as to permit it to establish and maintain L. C. 
L. intrastate class rates between two points on its line in Montana 
which are lower than the rates in effect November 7, 1932, and with- 
out the imposition of the surcharges authorized herein for application 
in connection with the said Montana intrastate rates. 

No. 25131, Interstate Amiesite Co., Inc., vs. B. & O. Complainant 
—_— reopening, rehearing and reconsideration under shortened pro- 
cedure, 

No. 25459, and Sub. 1, Wailes Dove-Hermiston Corporation et al. 
vs. A. & R. et al. and No. 25232, United States Pipe & Foundry Co. 
vs. A. G. S. et al. Defendants ask postponement of effective date of 
Commission’s order and reconsideration on record as made by entire 
Commission. 


COMMISSION ORDERS 


Finance No. 9365. Tittabawassee Railroad stock. Application for 
authority to issue $500,000 of capital stock denied. 

No. 18725, and Sub. 1, Ceramic Traffic Association vs. Pennsyl- 
vania et al. Proceedings reopened for reconsideration, on record as 
made, as to reparation. 

No. 25816, and Sub. 1, Anderson Bros. & Foster et al. vs. A. C. 
et al. N. C. & St. L. Coal Operators’ Rate Conference permitted to 
intervene. 

No. 25803, H. A. Baker Co. et al. vs. A. & W. P. et al. A. and 
M. Silverberg permitted to intervene. 

Finance No. 8611, Texas & Pacific bonds. The order of January 
15, 1931, 170 I. C. C. 178, authoriding Texas & Pacific Railway Co. 
to issue $19,730,000 of general and refunding mortgage 5 per cent gold 
bonds, series D, $13,000,000 of said bonds to be sold and all or any 
part of the remainder, $6,730,000, to be pledged and repledged from 
time to time to December 31, 1932, as collateral security for short- 
term notes modified so as to permit Texas & Pacific to pledge and 
repledge to and including December 31, 1934, all or any part of, or 
its equity in, the $6,730,000 of said bonds, at the ratio prescribed by 
said order of January 15, 1931, as collateral security for short-term 
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notes issued or to be issued by it within the limitations of sec 
20a (9) of the interstate commerce act. a 
Fourth Section Application No. 15130, Crushed stone and slag, 
Ohio. Proceeding reopened and assigned for hearing at such tine 
and place as may hereafter by designated. . 

Ex Parte 102, Application of American Barge Line Co. Effect, 
date of the order of December 10, 1932, herein, as amended ;, 
further postponed until July 1, 1933. “a 

No, 25135, Increases in intrastate freight rates and charges, yp, 
5—Louisiana. Proceeding reopened for further hearing at such tin, 
and place as Commission may hereafter direct upon the question , 
the lawfulness of the rates resulting from the refusal of the Louis. 
iana Public Service Commission to permit application after Man 
31, 1933, of the surcharges on intrastate traffic similar to those per. 
mitted by this Commission for interstate traffic by supplementa] p. 
port entered March 7, 1933, in Ex Parte 103, Fifteen Per Cent Cay 
1931. 7 

No. 25135, Increases in intrastate freight rates and charges, pay 
10—Texas. Proceeding is reopened for further hearing at such tin 
and place as the Commission may hereafter direct upon the que. 
tion of the lawfulness of the rates resulting from the refusal of th 
Railroad Commission of Texas to permit continuation after Mary 
31, 1933, of the surcharges on intrastate traffic similar to those pe. 
mitted by this Commission for interstate traffic by supplemental x. 
port entered March 7, 1933, in Ex Parte 103, Fifteen Per Cent Cay 
1931. 

No. 25135, Increases in intrastate freight rates and charges, par 
12—Utah. Proceeding is reopened for further hearing at such tim 
and place as the Commission may hereafter direct upon the questi, 
of the lawfulness of the rates resulting from the refusal of the Pyb. 
lic Utilities Commission of Utah to permit continuation after Marc 
31, 1933, of the surcharges on intrastate traffic similar to those per. 
mitted by this Commission for interstate traffic by supplemental p. 
port entered March 7, 1933, in Ex Parte 103, Fifteen Per Cent Cag 
1931. 


READING—C. OF N. J. ACQUISITION 


The Trafic World Washington Burey 


A brief, almost pro forma hearing was held by Examine 
T. F. Sullivan on May 22 in Finance No. 9986, application of 
Reading Co. for authority to acquire control of the Central Rail 
road of New Jersey through stock ownership. The object of th 
proceeeding is to give the federal court that holds the Centr 
of New Jersey stock under trustees appointed in the Readix 
coal anti-trust case ground for transferring the stock of th 
Central of New Jersey to the Reading in the event the Comnis 
sion should be of the opinion that the transfer would be i 
the public interest. The Reading owns more than 53 per cent 
of the stock but the divorce which put that stock into the hank 
of the court makes it impossible for the two companies to have 
common officers and directors either for corporation or operat: 
ing purposes, although’ the court has allowed the dividends de 
clared by the Central of New Jersey to be paid to the Reading. 

In substance, the proceeding is of the same character 4 
that instituted by the Southern Pacific after the courts had 
decreed that, under the Sherman anti-trust law, it was not lawful 
for the Southern Pacific to hold the Central Pacific. The Com 
mission, after the court had said that the anti-trust law did 
not permit such holding, said that the leasing of the Central 
Pacific by the Southern would be in the public interest. 

Testimony taken by Examiner Sullivan in the Reading 
application was to the effect that the Reading and Central of 
New Jersey were complementary and not competitive except ti 
a small degree and that the two roads had been operated as 4 
single system under arrangements, the beginnings of which were 
made in 1876. 

Daniel Willard in behalf of the stock held by the Baltimore 
& Ohio in the Reading testified in favor of the application, to 
which there was no opposition. Other witnesses were Jay V. 
Hare, secretary of the Reading; W. H. Whitehead, comptroller 
of the Reading, and C. J. Fagg, representing the Chamber of 
Commerce of Newark, N. J. 


FALSE WEIGHT INDICTMENTS 

The Commission, according to a statement by Secretary 
McGinty, has been advised that on May 16 a grand jury, sitting 
in the northern district of California at San Francisco, I 
turned indictments in 15 counts each against H. P. Garin Co, 
a corporation, and Harold J. Bloomfield, an individual, trading 
at times as the Arbor Packing Company. 

The Garin case involved, says the statement, false weights 
on shipments of honeydew melons moving from California 
eastern points. Investigation made by the Commissions 
Bureau of Inquiry disclosed the practice of shipping melot 
in so-called jumbo crates or in standard crates built up to the 
approximate size of jumbo crates by the addition of a st!) 
of wood under the cover. Such crates were tendered to tle 
carriers as “standard” crates and billed at the weights Plt 
vided for standard crates, rather than at the actual weighs 
which were higher. Through the false description and tle 
use of the device mentioned the Garin Company obtained sub 
stantial advantages in freight charges. a 

The Bloomfield case, also investigated by the Commissiol’ 
Bureau of Inquiry, the statement declares, involved false 
weights on carload shipments of juice grapes moving fro 
California points to New York. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


nigests taken from Reporters and Digests of National Reporter System, 
igeMblished by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Supreme Court of Alabama.) In construing instrument of 

ndemnity, all fair doubts are resolved in favor of party indem- 
ified. (Louisville & N. R. Co. vs. Cullman Warehouse, 147 Sou. 
Rep. 421. 
a Eee cars under contract permitting warehouse com- 
pany to load cars at its plant and procure bills of lading on faith 
of its representations as to quantity of goods loaded, company 
cted as agent of shipper, not railroad.—Ibid. 

Billing of lading is both receipt and contract to carry and 
leliver.—Ibid. 

As a receipt, bill of lading is open to contradiction.—Ibid. 
Bill of lading may contain constituent elements of estoppel, 
and thus become something more than contract between carrier 
and shipper.—Ibid. 

Shipper cannot recover of carrier for loss of property never 
jelivered to carrier, though bill of lading may recite its receipt. 

Ibid. 

Bill of Lading Act held not to make carrier liable for dam- 

ages caused by its nonreceipt of goods recited in bill, where 
shipper was both consignor and consignee (Bill of Lading Act 
Sec, 22 (49 U. S. C. A. Sec. 102) ).—Ibid. 
Complaint against warehouse company, which loaded cars 
for interstate shipment, stated no cause of action for breach of 
ontract to indemnify carrier against claim “accruing” against 
it for shortage in cotton shipped to consignee which was also 
named consignor in bill of lading issued on company’s representa- 
tions as to quantity (Bill of Lading Act, Secs. 2, 22 (49 U. S. 
C. A. Secs. 82, 102) ).—Ibid. 


TELEGRAPHS AND TELEPHONES 
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(Supreme Court of Arkansas.) Negligence of telegraph com- 
pany’s agent in failing to make diligent inquiry to ascertain 
whereabouts of addressee held for jury, though addressee was 
erroneously designated as ‘‘Miss” instead of “Mrs.” (Western 
Union Telegraph Co. vs. Clark, 58 S. W. Rep. (2d) 687.) 

Defense not relied on in trial is not available on appeal. 
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§—Ibid. 


Testimony of post office employe as to how he would have 
directed telegraph company’s agent if latter had made inquiry 
held admissible in action for failure to deliver telegram.—Ibid. 

One thousand dollars to addressee for nervous shock result- 
ing from non-delivery of telegram concerning death of addressee’s 
mother held not excessive under evidence.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 








REGULATION OF COMMON CARRIERS 


(District Court, E. D. Illinois.) Evidence held to show that 
parties in hearing before Interstate Commerce Commission 
examiner understood that Commission’s finding and order in 
Similar case were in record so that they could be looked to for 
Support of order subsequently entered. (Corray vs. Baltimore 
& O. R. Co., 2 Fed. Supp. 829.) 

Parties in hearing before Interstate Commerce Commission 
examiner were entitled to rely upon Commission’s finding and 
order in case involving rates on bituminous coal between same 
points.—Ibid. 

That rates on bituminous coal were filed by carriers and 
approved by Interstate Commerce Commission did not prevent 
Commission from thereafter holding that they were unreason- 
able.—Ibid. 
; Interstate Commerce Commission’s finding that freight rates 
were unreasonable created prima facie case, and, in action 
eg carriers to recover for collection of unreasonable rates, 
urden was on carriers to overcome such prima facie case by 
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evidence (Interstate Commerce Act, Sec. 16 (49 USCA, Sec. 16)). 
—lIbid. 

Isolated rates in other districts are insufficient to overcome 
Interstate Commerce Commission’s finding that specific rates 
were unreasonable, particularly in absence of evidence as to 
comparative conditions (Interstate Commerce Act, Sec. 16 (49 
USCA, Sec. 16)).—Ibid. 

Whether judgment shall be given in suit to recover un- 
reasonable freight charges from carriers before disposition of 
petition for reconsideration by Interstate Commerce Commis- 
sion rests in discretion of court (Interstate Commerce Act, Sec. 
16 (49 USCA, Sec. 16)).—Ibid. 





(Supreme Court of Ohio.) Failure of motor carrier to com- 
ply with statutory provision for carrying liability insurance, 
and violation of rules of Public Utilities Commission, warranted 
revocation of certificate (Gen. Code, Secs. 614-87, 614-99). (Mid- 
western Motor Transit vs. Public Utilities Commission, 185 N. E. 
Rep. 194). 

Failure to comply with requirement exacted as condition 
precedent to issuance of certificate to motor transportation com- 
pany justifies revocation of certificate (Gen. Code, Sec. 614-84 
et seq.).—Ibid. 

Provisions of law and authorized rules of Public Utilities 
Commission for safety of traveling public should be rigidly 
enforced (Gen. Code, Sec. 614-84 et seq.).—Ibid. 

Public Utilities Commission may for good cause revoke 
certificate of motor transportation company for intrastate opera- 
tion, regardless of effect upon carrier’s interstate business.— 
Ibid. 





(Supreme Judicial Court of Massachusetts, Suffolk.) On 
appeal, Supreme Judicial Court will deal with case on master’s 
report, drawing its own inferences from facts stated. (Conlin 
Bus Lines vs. Old Colony Coach Lines, 185 N. E. Rep. 350.) 

Congress not having acted, state laws may regulate inter- 
state passenger transportation but may not involve discre- 
tionary, partial, or actual prohibition (G. L. (Ter. Ed.) c. 159A; 
Const. U. S., Art. 1, Sec. 8).—Ibid. 

Respecting necessity of certificate for transporting pas- 
sengers, unless transportation is interstate, definition of inter- 
state commerce should be determined according to principles 
declared by federal Supreme Court (G. L. (Ter. Ed.) c. 159A, 
Sec. 1; Const. U. S., Art. 1, Sec. 8).—Ibid. 

Transportation of passengers by motor vehicles between 
points within state over route lying partly outside state held 
“exclusively interstate” within statute obviating necessity of 
certificate (G. L. (Ter. Ed.) c. 159A, Sec. 1; Const. U. S., Art. 
1, Sec. 8).—Ibid. 

In suit to enjoin passenger transportation which was in fact 
interstate, motives in selecting route did not make business 
intrastate (C. L. (Ter. Ed.) c. 159A, Sec. 1; Const. U. S., Art. 
1, Sec. 8). 

It appeared that transportation conducted by defendants 
was in fact interstate, and that route followed by them, part 
of which lay within another state, was less congested and hence 
safer than plaintiffs’ route, and was superior in scenic beauty. 
—lIbid. 





(Court of Appeals of Kentucky.) Whether driver of truck 
which ran into the automobile when delivering coal was then 
employed by defendant held for jury. (Sympson Bros. Coal Co. 
vs. Coomes, 58 S. W. Rep. (2d) 594.) 

In action against coal company for driver’s negligence in 
running truck into automobile when delivering coal, evidence 
whether driver was independent contractor held insufficient for 
jury.—Ibid. 





(Court of Civil Appeals of Texas, Waco.) Ultimate test as 
to whether one is employer or independent contractor is extent 
of control which employer has right to exercise over conduct 
of other party, and mode and manner of doing work latter has 
engaged to perform. (Dave Lehr vs. Brown, 58 S. W. Rep. (2d) 
886.) 

On issue whether one is employe or independent contractor, 
extent of control actually exercised in given case by employer 
is properly considered in determining his right to do so.—Ibid. 

Whether relation is that of employer and employe or em- 
ployer and independent contractor is usually, and especially on 
conflicting or indefinite and inconclusive evidence, fact question 
for trier of facts.—Ibid. 

Whether truck owner employed by dealer in sand and gravel 
to haul sand was independent contractor or dealer’s employe 
so as to make dealer liable for truck owner’s negligence in run- 
ning down boy by crossing street held for jury.—Ibid. 





(Supreme Court of Missouri, Division No. 1.) Bank could 
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not disclaim liability for payment of checks given to shipper 
for eggs shipped and at same time claim absolute title to eggs 
under bills of lading attached to drafts deposited with banks. 
(New First National Bank vs. C. L. Rhodes Produce Co., 58 
S. W. Rep. (2d) 742.) 

In bank’s action against shipper for conversion of eggs 
covered by bills of lading with drafts attached, deposited with 
bank, evidence showed that drawer of drafts in depositing sum 
in bank applied it to payment of dishonored drafts.—Ibid. 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 


(Circuit Court of Appeals, Sixth Circuit.) Exception to peti- 
tion for limitation of liability on ground that court had no juris- 
diction of proceedings held in nature of demurrer or motion to 
dismiss for want of admiralty jurisdiction (46 U. S. C. A., Secs. 
183-189). In re Great Lakes Transit Corporation, 63 Fed. Rep. 
(2d) 849). 

Nature of admiralty proceeding for limitation of liability 
and monition issued therein has effect of statutory injunction 
(46 U. S. C. A., Secs. 183-189).—Ibid. 

Jurisdiction is not to be declined merely because it is not 
foreseen with certainty that outcome will help plaintiff.—Ibid. 

Shipowner’s right to exemption from, or limitation of, lia- 
bility is question on merits of which admiralty court has exclu- 
sive jurisdiction (46 U. S. C. A., Secs. 183-189).—Ibid. 

In proceeding for limitation of liability for cargo damage 
resulting from accident while cargo, under agreement with cargo 
owners, was stored in ship, where issue was whether right to 
limit liability could be extended to claim for breach of contract 
not wholly maritime, held facts should be set up by answer and 
proved, not by jurisdictional exceptions to petition (46 U. S. 
C. A., Secs. 183-189).—Ibid. 


LAKE DIVERSION CASE 


Chief Justice Hughes of the Supreme Court of the United 
States in an opinion of the court delivered May 22 in Nos. 5, 8 
and 9, Original, States of Wisconsin, Minnesota, Ohio, Pennsyl- 
vania, Michigan and New York against State of Illinois and 
Sanitary District of Chicago, involving delay in the construction 
of works and facilities embraced in the program of the Sanitary 
District of Chicago for the treatment and disposition of sewage 
so as to obviate danger to the health of the inhabitants of the 
district on the reduction, as decreed previously, of the water from 
Lake Michigan through the Chicago drainage canal, held that the 
state of Illinois had the responsibility to provide the funds for 
the sewage treatment works and the complementary facilities. 
The previous decree was enlarged to require the state of [Illinois 
to take all necessary steps, including whatever authorizations or 
requirements, or provisions for the raising, appropriation and 
application of moneys, that may be needed in order to cause and 
obtain-the completion of the sewage disposal works. 


The court held that for the present halting of the work the 
Sanitary District was not responsible and that it appeared to 
be virtually at the end of its resources. 

In this proceeding the state of Illinois contended that the 
court should not now assume the existence of a legal liability 
with respect to the sewerage works on the part of the state. 

“This argument is untenable,” said Chief Justice Hughes. 
“In this controversy between states, the state of Illinois by vir- 
tue of its status and authority as a state is the primary and 
responsible defendant. While the Sanitary District is the im- 
mediate instrumentality of the wrong found to have been com- 
mitted against the complainant states by the diversion of water 
from Lake Michigan, that instrumentality was created and has 
continuously been maintained by the state of Illinois... . 


“This conclusion would be inevitable even if the drainage 
canal had been established solely as a project for local benefit, 
that is, for the sanitation of the area immediately concerned and 
thus to meet the needs of the inhabitants of the great metropolis 
within that area. But while the establishment and use of the 
drainage canal were primarily, as heretofore found, for the 
purpose of sanitation, the state did not authorize it with 
that purpose exclusively in view, but the canal project from its 
first initiation has been promoted by the state of Illinois to pro- 
vide a waterway for general state purposes and the advantage of 
the people of the state at large.... 

“In this suit, the state of Illinois has defended from the be- 


The Traffic World 


Vol. LI, No, 


ginning upon the grounds that diversion was essential with refs 
ence not only to the needs of sanitation but also for a Contig 
ous waterway from the lake to the gulf.” 

The contention was advanced by the state that because ¢, 
gress had provided for use of federal funds to complete 
Illinois waterway, the decree as to diversion should be MOodifie 
Chief Justice Hughes said whatever its intention or autho; 
Congress had taken no action which affected the operatigy , 
the decree but, on the contrary, had adopted the amount fixed j 
the decree as the limit of permitted withdrawal. Neither }, 
anything been done with respect to the St. Lawrence watery 
situation that affected the diversion decree, said he. 


REPARATION REVIEW DENIED 


In No. 884, Southern Transportation Co. et al., petitions 
vs. Interstate Commerce Commission, the Supreme Court of 
United States, May 22, denied a petition for a writ of certiorg 
to review the decree of the Court of Appeals for the Distr 
of Columbia affirming the decree of the Supreme Court of 
District of Columbia dismissing the suit which sought a qo 
mon law writ of certiorari running to the Commission requir 
it to certify to that court the complete record and proceeding 
in a case which the petitioners had filed with the Commigsi 
and which the Commission had dismissed, to bring before ty 
court the question of whether the Commission had exceeded , 
disregarded its statutory authority in refusing to award repa 
tion to petitioners on findings that charges had been collects 
in violation of section 6 of the interstate commerce act. 


LENGTH OF TRAINS LITIGATION 


The Supreme Court of the United States, in Ex Parte Arthy 
T. LaPrade, in an opinion by Justice Butler, has granted thd 
motion made by Mr. LaPrade, who is attorney-general of Ar 
zona, to file a petition commanding respondents, who are Circuj 
Judge Wilbur and two district judges, to vacate decrees agains 
LaPrade and to dismiss suits, brought against his predecess 
in office by the Santa Fe and the Southern Pacific to enjoiy 
enforcement of an Arizona statute limiting the length of train 
in that state. This litigation had to do with substitution of m 
LaPrade as defendant in place of his predecessor. The thre 
judge court made the substitution and declared the Arizon 
statute unconstitutional and enjoined Mr. LaPrade from enfo 
ing it. 


OHIO COAL RATES 


The Commission has learned that Ohio and the Wheeling 
& Lake Erie have gone to the federal court at Columbus, 0, 
asking for an order enjoining the enforcement of its order in 
No. 25566, intrastate rates on bituminous coal within the state 
of Ohio and the cases joined with it. (See Traffic World, May 
13, p. 911.) The order requires the restoration of rates o 
coal not later than June 10, to northeastern Ohio points to the 
interstate level that prevailed until July 31 last when, i 
accordance with orders of the Ohio commission and the volun 
tary acts of the carrier, a stiff reduction in rates went into 
effect from mines in Ohio to destinations in that part of Ohio. 


TENTATIVE VALUATIONS 


Valuation No. 1192. Tentative valuation of the property of 
the United Railways Co. (Oregon) as of December 31, 192). 
Final value of the total owned found to be $4,307,600 and the 
total used, $4,377,051. 

Valuation No. 1193. Tentative valuation of the properties 
of the Sacramento Northern Railway and the West Side Rail 
road Co. as of December 31, 1928. Final value of the Sacté# 
mento Northern found to be, total owned, $9,745,000 and total 
used $9,667,530 and of the West Side Railroad total propert 
owned but not used, $33,000. 

Valuation No. 1194. Tentative valuation of the property 0 
the Muskegon Railway and Navigation Co. as of December 31, 
1927. Final value of the total owned found to be $295,000 ani 
of the total used $332,707. : 

Valuation No. 1195. Tentative valuation of the properties 
of the Fonda, Johnstown & Gloversville Railroad Co., the Glo 
ersville & Broadalbin Railroad Co., and the Johnstown, Glovers 
ville & Kingsboro Horse Rail Road Co., as of December 3], 
1927. Final value of the Fonda, Johnstown & Gloversville 
total owned, $4,225,000, and total used, $4,445,579; final value 
of the Gloversville & Broadalbin, property owned but not used 
$95,000; final value of the Johnstown, Gloversville & Kingsbor, 
total property owned but not used, $120,000. 


LOANS TO RAILROADS 


The Reconstruction Finance Corporation May 25 approved 
two loans to the Southern Pacific, one for twenty-two millio 
dollars to meet interest and other obligations and the othe! 
for one million two hundred thousand dollars for a new Statiol 
at Houston, Texas. 
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FREIGHT RATE REDUCTION 


The Trafic World Washington Bureau 


“It is my belief that the best interests of all concerned 
ill be better served by a continuation of adjustments of spe- 
ific rates to fit the needs of each particular situation, than by 
horizontal reduction in rates,” said R. H. Aishton, chairman 
yf the executive committee of the Association of Railway Exec- 
tives and chairman of the board of directors of the American 
railway Association, first witness for the carriers when hearings 
vere resumed, on May 25, in No. 26000, the general rate case in- 
tiated by the Commission, “The railroad managements can 
ontinue to be relied upon to do their part in meeting the needs 


of industry.” 


eration , 
It fixed j 
ither hy 


titione The testimony given by Mr. Aishton outlined the position 
irt of the carriers would take in opposition to the claims and sug- 
Certionsimeestions of shippers that there should be reductions in their 
> Distridlates on account of the changes in economic conditions since 
rt of tithe rates were prescribed, as a method of stimulating business 
t a conmand hastening economic recovery. 

requiriy Mr. Aishton took the witness stand to place before the 
ceedinmmCommission two things, namely, the financial results of rail- 
Mmigsigifroad operation, 1928 to 1933; and the measures taken by the 
fore thrailroads to reduce expenses. His general statements about 


onditions were buttressed by figures submitted by Julius H. 
Parmelee, director of the Bureau of Railway Economics, and 
1. E. Wettling, who for many years has been the statistical 
authority for the railroads in the western district. 

There was more cross examination of Mr. Aishton from 

the bench than from the counsel table. Commissioner Porter, 
who has been trying to persuade the railroads to reduce pas- 
senger fares, taking note of the figures mentioned by Mr. Aish- 
ton showing reduction in passenger train mileage, wanted to 
know whether continuance of the reductions would not have 
the effect in a few years of putting railroads out of the pas- 
senger carrying business. Mr. Aishton would not go as far 
as Mr. Porter in drawing conclusions. 
“Hadn’t you better reduce the price instead of the serv- 
ice?” asked Mr. Porter, who received the reply that the traffic 
witnesses would deal with such questions. Mr. Porter sug- 
gested that under the course now being followed by the rail- 
roads they soon would not be offering any passenger service to 
the public. 

In answer to questions by Commissioner Aitchison, Mr. 
Aishton said the railroads, in the eastern district, had set up 
an organization that was looking into loss and damage claims, 
particularly on fruits and vegetables, because the total of those 
claims was so big as to cause that phase of the loss and dam- 


eeded gf 
1 repa 
Collecta 
t. 


heeling 
us, 0, 


a age work of the railroad traffic departments to stand out. Mr. 
i. Me Aitchison treated the matter of claims in connection with Mr. 
pole a Aishton’s testimony about preventable waste. 

to the Before the railroad testimony was begun the fact was 
en, it brought to the attention of the Commission that the gov- 
volun ¢o20T of Maine had asked for time in which to present testi- 
t intofame MOBY about Maine potatoes, but no definite arrangement was 
 Ohia made for reopening of the shipper side of the case for the bene- 













fit of Maine. Commissioner Aitchison said the Commission 
had heard about the matter from members of the Maine dele- 
gation in Congress. 

Emphasis was placed by Mr. Aishton upon the monetary 
plight of the carriers. He pointed out that in the first three 
months of this year the Class I carriers reported a net railway 
operating income of $33,909,000 as compared with $65,478,000, for 
the corresponding period of 1932, a decline of 48.2 per cent. As 
to net income, after fixed charges, he said the figures for the 
first two months of the year, the only ones available, showed 
there was a net deficit of $62,980,000 as compared with a net 


arty of 
1927. 
id the 


erties 
» Rail: 
Sacra 
total 


operty deficit for the corresponding period of 1932 of $48,321,000. 
td With a view to emphasing the financial emergency which 
aD at he said was confronting the carriers Mr, Aishton pointed out 


that railway net earnings, before the payment of fixed charges, 
totaled $1,173,427,000 in 1928; in 1932 this total had fallen to 
$326,364,000, a decline of more than 72 per cent. Likewise, rail- 
Way net income, after the payment of fixed charges, amounted to 
$786,824,000 in 1928; in 1932, however, the net income of 1928 


0 and 


erties 
Glov- 


overs Be Was completely wiped out and wag replaced by a net deficit of 
or 31 $52,135,000. 
a _ ‘In 1929,” continued Mr. Aishton, “out of a total of 241,584 
pins miles of Class I railroad, only a total of 10,180 miles of line, or 
aan 4.2 per cent of the mileage, reported a net deficit. This deficit 
‘bor, Mm Mileage had increased in 1932 to 177,932 miles, or 73.7 per cent 
of the total operated mileage. The railway companies operat- 
Ing these 177,932 miles of line reported a total net deficit of 
$250,295,000 in 1932. Furthermore, in the first quarter of 1933, 
‘oved Class | railways reported net earnings, before fixed charges, of 


lion $33,909,000 compared with $65,478,000 for the corresponding 


ther fe PeTiod in 1932, or a decline of more than 48 per cent within the 
ation ast year alone.” 
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Total railway operating revenues, Mr. Aishton said, fell 
from $6,100,000,000 in 1928 to 3,100,000,000 in 1932, a decline of 
49 per cent. In this same period, operating expenses were 
reduced 46 per cent, from $4,400,000,000 to $2,400,000,000. This 
close coincidence in the percentage reductions in revenues and 
expenses was especially noteworthy, the witness said, in view 
of thgse railroad expenses that are not directly within the 
control of railroad management. 

“Among these items,’ said Mr. Aishton, “are such factors 
as labor costs, representing 60 per cent of operating expenses 
and for the greater part of which legislative machinery for 
changes has been set up; as taxes, which, in 1932, were equal 
to 11.4 per cent of railway operating expenses; and as costs 
entailed by legislative action, such as full-crew laws, limitation 
of length of trains, and non-productive expenditures.” 

Co-operative and individual research work carried on by 
the railways was also emphasized by Mr. Aishton. 

“A recently compiled summary,” he stated, “shows a collec- 
tive handling of more than 3,000 problems, resulting in the 
adoption of specifications, rules and standards, every one of 
them in the interest of better service and more economical 
and efficient operation. For example, a special appropriation of 
$2,000,000 authorized by the railroads was recently spent in a 
study of air brakes. At a cost of $125,000 a scientific investiga- 
tion of the various types of draft gears was recently completed, 
which resulted in changed specifications of the railroads cover- 
ing this mechanism. Development of a plan for chemically treat- 
ing water used in locomotive boilers to prevent corrosion and 
scale has saved the railroads several millions of dollars, Furth- 
ermore, a detailed report from 44 railroads indicates that on 
these lines there are investigations either about completed or 
under way on 70 subjects pertaining to locomotives, 65 subjects 
pertaining to freight cars, 38 subjects pertaining to passenger 
cars, 9 subjects pertaining to mechanical methods and tools, 67 
subjects pertaining to engineering, 15 to signals and 8 to tele- 
phone and telegraph installations. In view of all these activities 
and the results obtained therefrom, it cannot in fairness and 
truth be said that the railroads have been remiss either in 
research and investigation or in their lack of application of the 
results of this research to their operating conditions, 

“Furthermore, agreements have been effected resulting in 
reduced passenger train mileage and in obviating certain com- 
petitive expenditures that may be dispensed with at this time 
and under existing conditions, The total number of miles run 
by passenger trains has been reduced from 522,000,000 in 1928 
to 362,000,000 in 1932, a reduction of more than 30 per cent. 
These totals exclude motor passenger-train miles, which have 
increased from 44,000,000 in 1928 to 60,000,000 in 1932, an indica- 
tion of the extent to which substitute service by an economical 
method has taken place. Again, since the beginning of 1933 
there have been eliminated, or it is contemplated to eliminate, a 
total of not less than 22,000,000 passenger train miles annually 
in addition to those which had already been eliminated at the 
end of 1932. 

“The railways may be depended upon,” continued Mr. Aish- 
ton, “to so adjust their charges and service, consistent with 
good business judgment, as to meet the needs of commerce . It 
is to the carriers’ interest to maintain freight rates which will 
not only permit but encourage the development of business 
which may be handled by them. 

“Few, if any, general reductions in freight rates in the 
past have stimulated such a substantial increase in traffic as 
to overcome the loss in net revenue resulting from such general 
reductions.” 

Speaking of the effect of rate reductions on traffic, Mr. Aish- 
ton said it seemed to the carriers that the burden of proof was 
on the shippers to show that any particular reduction in freight 
rates on commodities as a whole, or on any particular group of 
commodities, would in fact stimulate a sufficient increase in 
traffic to more than offset the loss in net revenue resulting from 
the lower rates. Stimulation, he said, would have to come from 
two sources: The stimulation of the consumption or sale of 
commodities through a lower freight rate; or the regaining of 
the business already diverted and being handled by unregulated 
competing forms of transportation. He said that experience 
of the railroads was that the existing rail rate, whatever it 
might be, was used as the basis for the unregulated rates, with 
whatever reductions that might be necessary to select and get 
the business that would best pay these competing forms of trans- 
portation. Continuing on the effect of reductions on traffic and 
on net revenue, Mr. Aishton said: 


A general reduction of rates such as is proposed at this time, 
applying to all commodities or to selected groups of commodities, 
would simply change the basis for their computation on rates with- 
out materially changing the total volume of business handled by 
each agency of transportation. While it is also true that individual 
cases of rate reductions initiated by the railroads have in certain 
situations retained traffic for the rail carriers, and also in some 
eases regained it for them, it is also true that few of any, general 





PAGE 1030 


reductions in freight rates in the past have stimulated such a sub- 
stantial increase in traffic as to overcome the loss in net revenue 
resulting from such general reductions. 

The outstanding single example is the reduction in export rates 
on grain, for a period in 1929 at the behest of the government and 
designed to stimulate the movement of our surplus stock of grain 
to foreign countries. Careful studies of that experimental period 
indicate that the reduction in rates did not stimulate traffic to any 
appreciable extent. 

Traffic may remain the same after as before a reduction in rates, 
or it may increase to some extent, yet unless such increase is suf- 
ficient to overcome the loss in net revenue on the whole traffic 
due to the lower rate, the final effect of the reduction is a decline 
in net revenue. Railway experience with specific reductions in freight 
rates, whatever the purpose of the reduction may have been, indicates 
that the lower rate seldom simulates traffic to such an extent as 
= — the net revenue from the particular traffic at existing 
evels. 


Mr. Aishton also spoke of the need for remedial legislation, 
saying: 


It is generally conceded that adequate railroad transportation 
service is essential. The railroads, however, can only meet this pub- 
lic demand for adequate rail transportation service on a basis of equal- 
ity of opportunity. The inequitable relationship of today can not 
continue if railroad service of tomorrow is to meet the public’s 
requirements. Progressive and sound coordination of all means of 
transportation can not otherwise be achieved. 

The Association of Railway Executives presented to the National 
Transportation Committee a report on the transportation problem 
in the United States. Part II of this report contains recommendations 
as to policy. On pages 10-18 will be found in detail the statement 
of policies recommended. 

It will be noted from this statement of policies recommended that 
there is involved, first, a relaxation of existing regulation imposed 
upon rail carriers in view of the recent and rapid development of 
competitive forms of transportation and, second, the application of 
similar regulatory provisions to these new forms of transportation 
which have entered the same field of service. 

For three years the railroads have been advocating the changes 
required for equality of opportunity with all instrumentalities that 
serve the public in the field of transportation. Never more than 
today was there a greater need for an early realization of this 
objective. It is our understanding that with some, at least, of these 
proposals, the Commission is in absolute accord, It is essential that 
a realization of sound and equitable policies should be had at the 
earliest possible moment, 


There was little cross-examination of Mr. Aishton by coun- 
sel for shipping interests. Former Senator Brookhart of Iowa 
asked if the increase of duties against American grains did not 
have the effect of erecting a wall against them that nullified the 
effect of the reduced rates on grain about which Mr. Aishton had 
spoken. Mr. Aishton said that that probably had something to 
do with lack of an increase in volume such as was hoped for. 
But he suggested that crop conditions in other parts of the 
world had had a greater effect. 


In his testimony Dr. Parmelee outlined recent and current 
trends in traffic, revenues and expenses, rate of return, railway 
operating performance and the disappearance of net income 
after fixed charges. The statements and the statistical exhibits 
presented by him pertained to Class I railroads and were sum- 
marized from reports made by the Commission or from tabula- 
tions made by the Commission, except in a few instances where 
the figures had been compiled from sources which the witness 
said he believed to be accurate and authoritative. Dr. Parme- 
lee summarized his exhibits into twelve propositions, the last 
of which was: 


“Calculations make it clear that a reduction of 25 per cent 
in freight rates and charges would require a more than 60 per 
cent increase in freight traffic to offset the losses from the rate 
reduction.” 

The other eleven propositions follow: 


1. Steam railway companies of Class I in the United States in 
1930 suffered a considerable decline in traffic, revenues, net railway 
operating income, and net income after fixed charges. These de- 
ere progressively during 1931, 1932 and the first quarter 
rs) ki 

2. The rate of return on property investment, which averaged 
4.81 per cent in 1929, declined continuously during 1930, 1931, and 
1932, reaching a low level of 1.24 per cent in 1932. 

3. On the basis of the findings of value made by the Commission 
in Ex Parte 74, plus later net additions and betterments, the rate of 
return was 5.22 per cent in 1929, and declined to 1.33 per cent in 1932. 

4. Railway companies or systems operating 73.7 per cent of the 
total Class I mileage of the country failed in 1932 to earn fixed 
charges by an aggregate of $250,295,000. Carriers of Class I as a 
ven eee failed to earn their fixed charges in 1932 by a total of $152,- 

, 

5. During the first quarter of 1933, gross revenues declined 20.2 
per cent below the corresponding period of 1932, while net operating 
income showed a decline of 48.2 per cent. The deficit after fixed 
charges of Class I carriers during the first quarter of 1933 was $94,- 
901,000, which was 73.8 per cent greater than the deficit of the first 
quarter of 1932. 

. Revenue carloading statistics, now available for the first 19 
weeks of 1933, to May 13, showed a decline of 12.7 per cent under 
the corresponding weeks of 1932. 

. Total operating expenses were reduced by $2,024,000,000, or 
45.7 per cent, from 1928 to 1932. Maintenance expenses were reduced 
$1,035,000,000, or 51.6 per cent; of this total reduction in maintenance, 
maintenance of way represented $486,853,000 and maintenance of 
equipment $547,753,000. 

8. More than seven and a quarter billion dollars of new capital 
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were expended on railway properties, 
tions and betterments. 

9. These improvements to equipment and plant, which contribyy 
to increased efficiency of operation, were also instrumental iy ,. 
ducing costs of operation. . 

10. Average revenue per ton-mile declined 18 per cent from 19 
to 1932. This decline, aggravated by the sharp drop in traffic Si 
1929, produced a reduction in revenue greater than the amount” 
savings made by the carriers through increased efficiency and gq 
omy of railway operation. 7 

11. Analysis of the principal elements of railway operating q 
demonstrates the considerable extent to which they are resistant «, 
+ meg They yield very slowly to the effort of management to te 
duce them. ; 


from 1923 to 1932, for addi 


While Dr. Parmelee of the Bureau of Railway Econonig 
presented detailed figures for Class I carriers in the easten| 
western and southern districts in addition to figures for ty 
country as a whole, he was relieved of the task of reagi, 
them all into the record. They were stipulated into the reg 
as if he had read them all. Thereby the time of the heariy 
was shortened several hours. ; 


Dr. Parmelee was cross examined by Mr. Brookhart wit), 
view, by the former senator from Iowa, to having him agry 
that, in view of conditions, the railroads had done well in th 
matter of earnings if market value of the railroads, as put iny 
the record by the Iowan, were used as the base for calculating 
the rate of return. Dr. Parmelee said there was no relatioy 
ship between the value for rate-making purposes and the marke 
value as calculated on stock market quotations. 


Commissioner Aitchison admonished the Iowan to devo 
himself to developing basic facts When Mr. Brookhart aska 
Dr. Parmelee argumentative questions as to whether his idy 
was not that the railroads constituted a privileged class tha 
should not be subject to reductions in their returns regardless 
conditions. Mr. Brookhart wanted to know whether the faq 
that railroad earnings had continued to decline after the sw. 
charge was imposed was not proof that high rates were a baj 
thing for the railroads. Dr. Parmelee expressed the opinion 
that that fact did not prove anything. 


R. V. Fletcher, conducting the case generally for the rail 
roads, put into the record, as exhibits, extracts from the radiy 
address of President Roosevelt and from his message to Cor 
gress for farm relief, showing his intention to bring about highe 
commodity prices and to inflate the currency if, as, and wha 
necessary to enable debtors to pay their debts with dollars o 
a purchasing power the same as the dollars they had borrowed 


Testimony in behalf of Great Lakes steamship lines was 
given by F. W. Dever, freight traffic manager of the Great 
Lakes Transit Corporation, and A. R. Sheff, traffic manager of 
the Minnesota Atlantic Transit Co. Their testimony pertained 
to the differential rates via the water lines. Mr. Sheff called 
attention to the situation in which the lake lines were left with 
regard to their differential rates by several decisions by the 
Commission, and the investigation of differentials now pend: 
ing in I. and S. No. 3662 as to class rates. He said the lake 
lines were of the view, as expressed in the hearing in that 
case, that the present differentials on class rates and related 
commodity rates were too low to enable the lake lines to hold 
a fair share of the tonnage in the face of other competing car 
riers, both regulated and unregulated. Therefore, he said, the 
lake lines wished to call to the attention of the Commissioner, 
in this case, the necessity, in the event of any reductions in the 
all-rail rates, to give corresponding consideration to rail-lake 
and-rail rates, rail-lake and lake-and-rail rates, so as not to 
narrow or eliminate the present basis of differentials. The 
lake lines, he said, requested that, in the event of any reduc 
tions in the all-rail rates, corresponding reductions be pre 
scribed in the rates in which they were interested so as to 
preserve the existing differentials until the Commission dis 
posed of the issues in I. and S. No. 3662. 


The Great Lakes Transit Corporation, Mr. Dever said, col: 
curred substantially in the position of the Minnesota Atlantic 
Transit Co. He said that while the Great Lakes Transit lines 
did not encounter the competition of the Minnesota Atlantic 
throughout its territory it did have the competition of the 
Canada Atlantic Transit Co. in that part of its territory nd 
covered by the Minnesota Atlantic Transit Co., and participated 
in joint rates with the rail lines throughout the territory o 
its operation. Holding the differential question in its present 
status, Mr. Dever said, was becoming increasingly importail 
because of the tendency on the part of the rail carriers, since 
the extensive hearings in I. and S. No. 3662, to convert col 
modity rates into percentages of the class rates. 


AIR-CONDITIONED EQUIPMENT 
Air-conditioned equipment will go into service June 1, 0! 
principal trains of the Missouri Pacific Lines, P. J. Neff, assistant 
vice-president in charge of passenger traffic, announces. 
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“we cannot be said to be advocating this bill,” said Carl R. 
ray, president of the Union Pacific system, in testifying before 
he House committee on interstate and foreign commerce on 
he Roosevelt co-ordinator bill. 

Mr. Gray, who had testified previously before the Senate 
nterstate commerce committee on the bill, said he was speak- 
ng for the contact committee designated by the railroads to rep- 
esent them in this matter, the other members of that com- 
mittee being F. E. Williamson, president of the New York Cen- 
ral, and J. J. Pelley, president of the New York, New Haven 
. Hartford. 

In further explanation of the attitude of the railroads Mr. 
ray said he and his associates were interested as practical 
mn en in what was being proposed, that they had made sugges- 
ions as to the provisions to the sponsors of the bill and the 
House committee with a view to the framing of a measure that 
would have practical application in the field it was proposed 
0 cover. 

“The railroads will give a loyal support to this bill,” said he, 
adding that he wished to call attention to the fact that it could 
be amended so that it would have no practical value. 

Mr. Gray reiterated the opinion expressed by him before 
the Senate committee that the number of railroad employes who 
would be displaced in the first year as the result of orders of 
the co-ordinator would be a maximum of 10,000 men and indi- 
cated resentment of insinuations of Mr. Richberg, speaking for 
organized railroad labor, as to that estimate being far short of 
the number of men who would be displaced. 

Mr. Gray said that in making the estimate he had taken 
into consideration the complexities and difficulties that the co- 
ordinator would face in the first year under the plan. 

The railroads, said Mr. Gray, had made many reductions—a 
reduction of 36.4 per cent in passenger service, and that some 
of that had been questioned from the public standpoint. As to 
so-called competitive waste, as to which there had been criticism 
in various places, there was a question as to how much there 
was of that. He called the committee’s attention to the fact 
that for forty years the railroads had been under a government 
mandate to compete. Now, he said in effect, it was proposed to 
lay less emphasis on competition and to center attention on 
economical operation. 

Regulation had stabilized the railroads, he said, as it would 
stabilize other forms of transportation that were now murdering 
each other as the railroad had done in the pre-regulation days. 


Labor questions were discussed at some length by Mr. Gray. 
He showed that the number of Class I railroad employes repre- 
sented by the so-called national railroad labor unions was 57.8 
per cent of the total number of employes and pointed out that 
if the representation of railroad employes was left to the na- 
tional unions, a large group of employes would be left out of the 
picture. Remarks made by Mr. Richberg with respect to so- 
called company union led Mr. Gray to point out that these 
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= unions were established as the result of action taken by the 
the old Railroad Labor Board in the shop strike period of 1922. 
Ane Mr. Gray, with respect to the effect on labor of curtailment 
r of freight and passenger service, submitted statistics showing 
ne an estimate of out-of-pocket expense of $1.78 a mile for freight 
te train operation, of which 95 cents was credited to labor and 
The 83 cents to material, and out-of-pocket expense of 84 cents a 
on mile for passenger operation, of which 46 cents was credited to 
a labor and 38 cents to material. 

¢" If Congress passed the co-ordinator bill, said Mr. Gray, the 
po railroads would face an entirely new condition in that the com- 


petitive operation mandate was to be set aside temporarily and 
the main interest was to be in economical operation. 
os : Representative Mapes, of Michigan, said he had obtained the 
ae nee arg from what Mr. Gray said before the Senate commit- 
ms “y that he believed that the part of the bill providing for study 
a - the transportation situation and the making of recommenda- 
or lons for future treatment was the most important part of the 
measure. Mr. Gray replied he had not intended to convey that 
impression but that he believed that the provisions referred to 
0 were a most valuable part of the bill. He believed that the co- 
ant ordinator could accomplish a great many things—that the bill 
nt Provided for an exploration under the auspices of the government. 
ce He believed this exploration would “lay several ghosts.” 
m- Mr. Mapes wondered whether the extent of waste in rail- 
— transportation had not been exaggerated and Mr. Gray 
_ there were exaggerated opinions as to that and mentioned 
yy under which it was claimed that from $740,000,000 to $1,- 
a 00,000 could be saved. Such estimates did not impress 
: im in any way, he said. 
Mr. Gray discussed the Richberg amendments and pointed 
out objections to most of them. 
William KE. Lamb, counsel for the Wisconsin & Michigan 


yn 
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Transportation Company, operating on Lake Michigan between 
Milwaukee and Grand Haven and Muskegon, asked for an amend- 
ment that would give the co-ordinator the power to pass on the 
question of whether additional lake service might be established, 
for example, between the points served by the company for 
which he spoke. Entry of additional lines into such service 
in the summer months had bankrupted most of the lake lines, 
he said, only two package lines being left. His point was that 
the Wisconsin & Michigan was subject to the jurisdiction of the 
Commission as to through joint rates and that under the bill 
such a carrier was eliminated from the jurisdiction of the co- 
ordinator. He believed it would be in accord with the purpose 
of the co-ordinator bill to provide for the co-ordinator having 
power to deal with the question of establishment of additional 
lake service of the kind performed by his company. 

A. L. Burford, general counsel of the Louisiana & Arkansas 
lines, two independent properties not affiliated with any other 
system and operating about 850 miles of railroad in Louisiana, 
Arkansas and Texas, said that as he read the bill, neither the 
interests of Class II or Class III lines, nor the interests of the 
smaller independent Class I roads, such as those he represented, 
were properly safeguarded. Under the provisions of section 3 
of the bill relating to creation of the regional railtoad committees, 
he said, it was certain that the regional committees would be 
composed of representatves of some of the larger systems in 
each group and that none of the smaller roads would be repre- 
sented. 

“The traffic interests of the larger lines,” said he, “at least 
in a majority of cases, are opposed to those of the shorter inde- 
pendent lines. And there is nothing in this bill designed to 
conserve to the rail carriers the traffic that they should handle, 
much less to create any new traffic.” 

No provision was made, he said, for giving carriers affected 
by an order of the co-ordinator a public or other hearing before 
the orders were issued. 

‘It must be apparent that almost immediately after this 
bill becomes a law,” said he, “the carriers of the country will 
begin to be governed by the orders issued from Washington. 
Many of these orders will no doubt supersede existing laws and 
drastic and severe penalties will be exacted for their violation.” 

Continuing, Mr. Burford said: 


With this machinery provided for carrying out the basis of the 
act, what are these purposes and what is intended to be accomplished 
and what will be the consequences to the smaller Class I railroads 
and to the Class II and Class III carriers? Some of these objectives 
are set out in section 4 as follows: 

(1) To avoid unnecessary duplication of service and facilities of 
whatsoever nature and permit the joint use of terminals and track- 
age incident thereto or requisite for such joint use. 

Under this provision smaller independent lines can be forced to 
use the terminals of larger companies, thereby losing their identity 
without any saving to such lines, many of which own facilities ade- 
quate for their purposes. 

This provision may also be construed by the coordinator as being 
broad enought to authorize him to require the joint use of other 
facilities or to prevent the construction of separate facilities which 
a over may consider necessary to enable it properly to serve the 
public. 

(2) To avoid other wastes and preventable expense. 

There terms are nowhere defined. No standard is fixed to de- 
termine what is “waste” or ‘‘preventable expense.’’ The only limita- 
tion on what may be done under this grant is found in section 10, 
which provides that ‘‘nothing in the act shall modify the provisions 
of the railway labor act,’’ thereby leaving in force schedules carrying 
burdensome penalty provisions. 

In some of the testimony given it has been stated in effect that 
solicitation of traffic costs too much. The only method open te some 
of the smaller carriers to hold or to increase their traffic is by 
solicitation. On the basis of cars handled, it may be that their 
traffic expense per car is higher than some of the larger lines en- 
joying a heavy volume of traffic. Will the coordinator under this 
bill limit or abolish the solicitation of traffic or fix a maximum that 
may be expended for such purpose? : 

Another serious problem confronting the shorter lines is the 
power of the coordinator to close routes that he may think unde- 
sirable. Already a high official of one of the large roads of the 
country has made the statement, in effect, that too many open 
routes now exist between two of our principal cities and that many 
of these routes should be and probably will be closed. 

Few of the smaller roads originate and deliver sufficient traffic to 
pay their operating expenses. To exist they must enjoy a bridge haul 
on traffic originated on and delivered by other lines. Take this privi- 
lege away from them and a number of smaller lines in our section 
of the country simply cannot exist. Any extensive use of such power 
can and will seriously cripple some of the even so-called larger 
systems. 

As an illustration, if this power should be used to any great ex- 
tent it will force the abandonment of such roads as our Texas line 
known as the Louisian, Arkansas and Texas, and extending from 
Shreveport, Louisiana, to Greenville, McKinney and Dallas, Texas, 
and which is now only able to exist with the assistance afforded it 
by the Louisiana and Arkansas. This line is one of the oldest roads 
in Texas and serves a considerable territory dependent upon it ex- 
clusively for railroad transportation. 

The routing of traffic and the closing of routes was one of the 
major problems that confronted the shorter lines during the period 
of federal control. Federal control, however, was the result of the 
alleged inability of the carriers to move the volume of traffic offered, 
whereas today it is claimed that the proposed legislation is necessary 
because the carriers cannot exist as now operated on the thin traffic 
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available. When it is remembered that many of the smaller lines 
were financially crippled and some of them perhaps destroyed by 
this policy during federal control when the volume of traffic was al- 
most at its peak, it cannot be doubted that the same policy, under 
present conditions, will prove far more disastrous to many of the 
smaller independently owned and operated lines. 

It may be contended that the extraordinary power here conferred 
will not be used. There is nothing to prevent it. No standard or rule 
is prescribed and no line can determine whether it is now guilty of 
a as used in this bill, either in securing or in the movement of 
traffic. 

This record already shows that there are several hundred Class 
II and Class III roads throughout the country. It has also been 
pointed out that these small lines are pioneers in the development of 
the nation and that practically all of the larger systems of today are 
made up of combinations of small independent lines. A large num- 
ber of those now in existence are required in the public interest. I 
do not believe it can be said that any Class I railroad that is paying 
its operating expenses and meeting its fixed charges is not needed as 
part of the transportation system of the country. ; : 

Under the provisions of this bill, the coordinator has it in his 
power, and he may conceive it his duty under the mandates of sec- 
tion 4, to take action that will seriously cripple some of the shorter 
Class I roads and injuriously affect Class II and Class III lines. 

So that there may be no misunderstanding about the preserva- 
tion of such of these properties as are required in the public interest, 
I suggest that section 4 be amended by adding after the word expense 
in line 11 on page 4, the following: 

“Provided, that in carrying out the foregoing purposes, the serv- 
ice rendered the public by the smaller independent railroads shall be 
recognized and that consideration shall be given to their financial 
and traffic needs and requirements to the end that they may be 
enabled to continue adequately to render such service.” 


Co-ordinator Bill Revised 


Organized railroad labor, the railroads, and the state com- 
missions fared better than the shippers in the revision of the 
Roosevelt co-ordinator bill made by the Senate interstate com- 
merce committee which reported the revised measure this week 
to the Senate for passage. 

A provision to “freeze” the present level of railroad em- 
ployment is probably the outstanding addition to the bill made 
by the committee in the interest of labor. 


The “background” as to this particular amendment in the 
interest of labor, it is understood, is that representatives of the 
employes called on the President and protested against reduc- 
tion of employment under the proposed legislation. The Presi- 
dent, it is said, thought it the fair thing to provide that employ- 
ment should not be reduced below that of May by reason of 
any action pursuant to the authority conferred in the bill. 

The prohibition against reduction of employment below 
the May level applies to the railroad regional committees as well 
as the co-ordinator. It was said, however, that dismissals by 
individual managements, not related to matters dealt with by 
the regional committees and the co-ordinator, would not be af- 
fected by the prohibition. Spokesmen for the employes, it was 
said, insisted that the prohibition extend to the railroad com- 
mittees as well as to the co-ordinator because they feared whole- 
sale dismissals at the hands of the regional committees. 

The Senate committee rewrote section 7 of the bill to 
provide that the co-ordinator should provide means whereby 
labor committees for each regional group of carriers should be 
selected by those railroad labor organizations that represented 
the organized employes in the 10 per cent wage reduction pro- 
ceedings. This will mean, it is understood, if it is finally ap- 
proved, that all railroad employes will have to speak through 
the organized railroad labor leaders if they speak. The labor 
committees are to be advised of proposed action affecting the 
employes and are to have opportunity to submit their views. 

A motion to include a provision for a six-hour day on the 
railroads was lost in the committee but it was understood the 
fight for that would be made on the floor of the Senate. Rail- 
road labor spokesmen were optimistic as to the chances for 
getting that provision into the act. It was stated that when 
consideration of the proposed legislation was begun the dominat- 
ing idea was to deflate but that now the opposite was the case. 
The six-hour amendment, it was said, would provide for present 
compensation for the shorter day, so that the effect would be to 
increase the expenses of the railroads. This, according to the 
labor viewpoint, would put more men to work, maintain present 
compensation levels and be in line with other inflation moves 
of the Administration. 


The important gain made by the railroads in the Senate 
committee revision was the substantial modification of section 
14 relating to loans from the R. F. C. and the issuance of secur- 
ities. The railroads had contended that this provision had no 


place in the bill. The Senate committee rewrote the section as 
follows: 


The Commission shall not approve a loan to a carrier under the 
Reconstruction Finance Corporation act, as amended, if it is of the 
opinion that such carrier is in need of financial reorganization in the 
public interest.. Provided, however, That the term “carrier” shall not 
include a receiver or trustee. 


The shippers represented by R. C. Fulbright, chairman of 
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the legislative committee of the National Industrial Tyra 
League, had sought a change in that part of the Dill autho, 
ing the coordinator to issue orders against the will of a majorit 
of the carriers. They had asked that the coordinator he pp 
mitted to issue an order only if a majority of the member, , 
the regional committee approved. The committee left the } 
as it was in that respect. Mr. Fulbright also objected to 
tion 7 of the bill giving labor committees the right to be advig 
by and to confer with the coordinator. This provision ya 
strengthened in the interest of labor as heretofore pointed 

Another objection made by Mr. Fulbright was to the jj 
clusion of the words “allowances, accessorial services, ay 
other” in section 4 of the bill. The Senate committee not oy 
left those words in the bill but added thereto “and the Charge 
therefor.” 

The recommendation of Mr. Fulbright that no railroad gy 
tem should have more than one representative on a regiong 
committee was incorporated in the revised measure, as well x 
recommendations made as to orders of the coordinator py 
becoming effective for twenty days and providing for appeal tj 
the courts. 

The committee, as recommended by Mr. Fulbright, and ; 
Benton for the state commissions, broadened the provisions gf 
section 9 so as to make it possible for any interested party t 
petition the Commission for review of an order of the 
ordinator. 

In section 12 of the bill relating to the study to be mak 
by the coordinator, the committee included “cost finding in raj 
transportation.” 

The committee refused to change the provision that the 
orders of the Commission or coordinator should continue i 
effect until vacated by the Commission or set aside by other 
lawful authority. It had been contended that inasmuch as thei 
coordinator provisions were to cease to have effect at the end 
of one year after the effective date of the act unless extendej 
for one year by the President, the orders of the Commission ani 
of the coordinator should cease at the same time. 

With the House committee hearings on the bill completed 
May 22, Chairman Rayburn said an effort would be made ty 
report it the latter part of the week. 


Thom and Fletcher Heard 


R. V. Fletcher, general counsel, and A. P. Thom, associate 
general counsel, of the Association of Railway Executives, wer 
the last witnesses heard. 

Referring to the amendments in the interest of labor ap 
proved by the Senate interstate commerce committee, particu 
larly those “freezing” railroad employment as of May, 1933, so 
far as reduction in employment is concerned, and limiting rep 
resentation on the labor committees to members of the standard 
railroad labor unions, Mr. Fletcher said, if the Senate commit 
tee amendments were adopted, the bill might as well not be 
passed. The discussion related entirely to the co-ordinator part 
of the bill and not to the part amending sections 5, 15a and 1a 
of the interstate commerce act. 

Chairman Rayburn had asked what would be left in the co 
ordinator bill if the Senate committee amendments were adopted. 

“If these amendments are adopted,” said Mr. Fletcher, “then 
the very purpose of the bill is defeated.” 

Question was raised by Representative Huddleston as to 
whether the co-ordinator bill would be required if the national 
industrial recovery bill became law. Mr. Fletcher took the posi 
tion that he did not think it was intended that the railroads 
should be included in the recovery bill. If railroads were to be 
classed as an industry coming within the terms of the recovery 
bill, said he, there would be conflict between action under that 
measure and under the co-ordinator bill. Because the railroads 
were dealt with so completely in the interstate commerce act 
and the railway labor act, and as it was proposed to deal with 
them under the co-ordinator bill, Mr. Fletcher believed that the 
sound construction was that the recovery bill did not deal with 
the railroads. He pointed out that under the recovery bill the 
President would have power with respect to wages and work 
ing conditions, while those matters were specifically covered by 
the railway labor act as to railroads. It did not seem to him 
that both measures could be applied to the railroads. His view 
was that if the recovery act was going to be applied to the 
railroads, Congress might as well repeal the interstate col 
merce and railway labor acts. 

Use of the words “czar” and “dictator” in connection with 
the provision for appointment of a federal co-ordinator of rail: 
roads was not pleasing to Mr. Fletcher. He believed that the 
purpose of the proposed legislation was to have in fact an actual 
co-ordinator, and not a dictator or a czar. He thought that the 
fundamental purpose of the co-ordinator bill was to encourage 
and direct the efforts of the railroads themselves along co-ordi- 
nating lines in the interest of economical and efficient operatio2. 
He thought the proper concept of the measure was that the 
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ailable tonnage of the country was to be handled in the most 
onomical and efficient way, keeping in mind that the rail- 
pads now had facilities greatly in excess of those needed. 


























Tbe bg The railroads already were at work on the subject of elimi- 
rnbers¢ ation of waste and more economical operation, said Mr. 
~ pe: il ctcher, who read from the following statement as to what was 
S10 Seino d 1 that line: 
e one along a ine: 
e Advises Ing 
ision Wasi Subjects receiving study and active consideration in the south- 
in »ctern territory are: , 
0 ted « wt Saving in dining car operations. 
; the IM 9. Elimination of competitive passenger train service. 
Ces, ang 3, Terminal service and the extent to which any wasteful prac- 
not ces may be eliminated, including the possible joint operation of 
. only prminal facilities, and the extent to which the apportionment of 
> Charge ch terminal service in line haul rates may be eliminated. 
4, Construction and/or maintenance of private sidetracks for 
road ippers, with a view to developing to what extent the carriers ‘in 
ae he southeastern territory are observing uniform practices with 
TesiondMespect to their dealings with shippers. 
3 Well a 5. Elimination, where possible, of uptown ticket offices. 
ator not 6. Reciprocal purchasing by rail carriers in connection with 
raffic routing. . : 

‘ppeal jim Subjects receiving study and active consideration in the eastern 





erritory as of April 21, 1933: 
1. Lighterage and port practices in New York Harbor. 








ae wh 2. Warehousing and storage of property by carriers at the port 
'Slons oft New York. ‘ , ‘ 
Party ty 3. Free use of railroad piers at North Atlantic ports. 
the ¢ 4, Free loading and unloading of package freight at New York 
“Bind Philadelphia. 

5, Discontinuing payment for labor in loading or unloading in- 
1€ madefercoastal or coastwise freight. ; ; 
= in rail 6. Operation of Union Inland Freight Station of the Port of 
7 Yew York Authority. 

7. Joint produce terminals. 
hat the 8. Joint inspection of fruits and vegetables. 
i ‘ 9. Joint bureau to examine claims for loss and damage to per- 
inUe EB nable freight. 
Y other 10. Store door collection and delivery. 
| as the 11. Economies in purchasing. ; 
the end 12. Movement of sand and gravel from railroad owned docks at 
’ wake Erie ports. 
xtended 13. Reduction in expense of memberships in chambers of com- 
ion anjfmmerce and local organizations. 


14, Elimination and consolidation of ticket offices. 
15. Off-line agencies. 
m pleted 16. Coordination of activities and consolidation of efforts of rail- 
lade to[™road bureaus located in Chicago. 
17. Circuitous routing. 
18. Competitive passenger train service. 
19, Construction and maintenance of industry side tracks. 
20. Passes for Directors of Akron, Canton & Youngstown Rail- 



































Sociat . 
5 oa 21. Discontinuance of Trunk Line Mileage Committee. 
. 22. Collection of freight bills by one agency at common points. 
23. Transportation of empty equipment for return haul of com- 
pany material. 

24. Rules to govern handling and furnishing of refrigerator cars. 
Rule 36 of Perishable Protective Tariff). 
Subjects receiving study and active consideration in the western 
erritory: 
1. Competitive passenger train service. 
2. Competitive freight train service; fast freight schedules. 
3. Coordination of terminals in Chicago. 
4, Coordination of terminal facilities in other western terminals. 
5. Purchasing of new passenger equipment and appliances. 
R 6. Pooling special types of freight equipment as against pur- 
chases. 
7. Survey of joint organizations in western territory with a view 
to consolidation and coordination of their activities. 

8. Restricted pass agreement. 
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he co- 
opted. 
“then “Asked by Representative Pettengill, of Indiana, what the 
railroads could do under the co-ordinator bill they could not do 
now, Mr. Fletcher said that, under the interstate commerce and 
anti-trust acts, the railroads were bound and shackled and that, 
if carriers attempted to agree on elimination of trains and con- 
solidation of terminals, for example, they would run counter to 
state and federal law; the co-ordinator could say that such things 
could be done despite the law. Another obstacle to effecting 
certain economies, he said, was the unwillingness of individual 
railroads to give up traffic under co-ordinating agreements and 
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e act that here the federal co-ordinator would have an opportunity 
with Mjto effect arrangements now difficult to make. In the west, he 
t the said, in illustrating his point, some roads had speeded up their 
with freight schedules at substantial increase in cost while compet- 
1 the ing lines did not believe such action necessary in the public 
vork- Mim interest, 


d by Mr. Fletcher reiterated the carriers’ opposition to section 


him 14 of the bill along the lines submitted to the Senate committee. 
view Me He said the amendment of that section as proposed by the 
the Senate committee to a certain extent took care of the matter 
com Mm but that he stil] thought there should be included the standard 


as to a railroad being able to survive without reorganization 
with fi Under normal conditions. ° 
rail- A suggestion that provision be made for the co-ordinator 
the having a representative appointed for each railroad obtaining 
tual a government loan, so the co-ordinator would have a supervisor 
the #2 such a road, did not meet with Mr. Fletcher’s approval. 
age ; Mr. Fletcher said if amendments such as those proposed by 
rdi- — were to be considered, the railroads would wish to be 
ion, eard on a comprehensive legislative program of their own. 
the MP Chairman Rayburn asked whether it would not be the best 
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course to follow to await the results of the study to be made 
by the coordinator before going into the general subject. Mr. 
Fletcher was not certain but that Congress should get to the 
issue of comprehensive railroad legislation now but he believed 
there would be a deplorable situation if the coordinator’s recom- 
mendations should not be ready for consideration as soon as 
Congress met next January. He said the Senate committee 
amendments to the bill should not be adopted unless the rail- 
roads were given an opportunity to put their whole program 
before the committee. 

In assailing the Senate committee amendment to section 7 
of the bill, making the standard railroad union employes the 
only ones to be advised of action by the coordinator and to 
be given an opportunity to submit their views on proposed 
orders, Mr. Fletcher pointed out that those unions represented 
but 57 per cent of the total number of railroad employes and 
that as to certain classes, the shopcraft employes in particular, 
the union employes were substantially in a minority. 

As to the prohibition against reducing employment below 
the May level, Mr. Fletcher said the Senate amendment swept 
away the salutary purpose of the bill and that if it were 
adopted finally, the bill might as well not be passed. 

Mr. Thom submitted to the committee his proposed amend- 
ment for liberalization of the provisions of the Reconstruction 
Finance Corporation act with respect to loans to railroads set 
forth in the Traffic World of May 13, p. 935. 

Speaking of the bill in general, Mr. Thom said he believed 
the bill was brought in for the purpose of clearing the atmos- 
phere with respect as to what had been done and what could 
be done in the field of eliminating waste. He also attacked 
the Senate committee amendment preventing reduction in em- 
ployment below the May level, his point being that in the in- 
terest of reestablishing conditions that would result in in- 
creased employment it might be necessary to reduce employ- 
ment temporarily. To adopt the Senate amendment, he con- 
tended, would be to cut off the proposed inquiry at the very 
root. 

Senate Committee Report 


The report of the Senate interstate commerce committee on 
the Roosevelt emergency transportation bill as revised by the 
committee, submitted to the Senate by Chairman Dill, declares 
that too many of the railroads have been run in the interests 
of the bankers and interlocking directorates of railroads and 
other corporations and expresses the hope that the co-ordinator 
may be able to “cut off unnecessary and fabulously high paid 
executives.” The committee report follows: 


The Committee on Interstate Commerce, to whom was referred 
the bill (S. 1580) to relieve the existing national emergency in rail- 
road transportation and to amend sections 5, 15a and 19a of the 
Interstate Commerce Act, as amended, and for other purposes, haying 
considered the same and adopted certain amendments, report the 
same back favorably to the Senate with the recommendation that 
it be passed. 

This bill covers three subjects. 
powers to be exercised through a railroad co-ordinator. 
lation is to be limited to a period not longer than 2 years. 

Title II proposes certain amendments to the Interstate Commerce 
Act as permanent legislation. First, the amendments of the consoli- 
dation provisions of the act give the Commission control over holding 
companies that acquire stocks of railroads, and thereby effect con- 
solidations without approval of the commission. Second, the amend- 
ment of the recapture provisions of the Interstate Commerce Act 
repeal those sections and set up a new rule for rate making. 


The necessity for emergency legislation is found in the desperate 
financial condition of the railroads. Last year’s deficits amounted 
to $153,000,000. Reports for the first 3 months of this year as com- 
pared with a like period for 1932 showed even greater deficits. Loans 
exceeding $360,000,000 by the Reconstruction Finance Corporation 
were made during the past year. Some were to pay banks and some 
to prevent receiverships. 


Certain carriers already have gone into the bankruptcy courts 
under provisions of the bankruptcy act of March 3, 1933. They pro- 
pose to reduce their capital structures and completely reorganize. 
Unless business conditions improve rapidly the Reconstruction Finance 
Corporation must continue to loan large sums in addition to present 
loans Or many more carriers will probably be forced into the bank- 
ruptcy courts during the coming year. 

One of the results hoped for from this legislation is that a co- 
ordinator with emergency powers to compel the elimination of unneces- 
sary expenses and the duplication of services and other economy 
measures can protect the net earnings of the carriers so as to stabilize 
the value of railroad securities and make unnéGéssary a continued 
drain on the Reconstruction Finance Corporation funds, This is 
extremely important to banks and insurance companies holding such 
securities, as well as to the individual owners of railroad securities. 

Section 14 provides that the Commission hereafter must deter- 
mine whether or not a carrier asking for a loan is in need of financial 
reorganization. The policy of making loans to pay interest on rail- 
road bonds that are selling at extremely low prices, without those 
railroads being compelled to reduce their capital structure and pro- 
tect their net earnings, is so indefensable that your committee believes 
this policy should be stopped at once. 

In addition to these pressing financial conditions is the general 
need for some one authority to compel the carriers to unify their 
services and: operate the railroads on a more economical plan. Too 
many of the railroads have been run in the interests of bankers and 
interlocking directorates of railroads and other corporations. Some 
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railroad managers would gladly free their properties from such 
control but have been unable to do so. ? 

It is hoped the co-ordinator to be appointed under this legislation 
may be able to standardize equipment, cut off unnecessary and fabul- 
ously high paid executives, and bring about a better relation be- 
tween the carriers and their employes, and provide better service 
for the public. : 

While this bill gives no control over rates, economies that will 
result and the new standard for rate making to be established by 
this bill must eventually result in lower rates. 

While this act grants the co-ordinator extremely broad powers, 
his orders are not final. Any interested party, including states and 
political subdivisions, may appeal to the Interstate Commerce Com- 
mission, which is given power to approve, modify, or set aside his 
orders, Because of this provision, the co-ordinator can in no sense 
of the word become a railroad czar. 

Your committee gave most careful consideration to the proposal 
of the railroad labor executives. They insisted that economies to be 
secured should not result in additional dismissals of large numbers of 
railroad employes. More than 750,000 railroad employes have been 
dropped from the pay rolls during the hard-times period. There are 
approximately 1,000,000 men left in service. Your committee believes 
that the people as a whole, and particularly the railroad employes 
still in service, should be assured by the terms of the law itself that 
there will be no wholesale dismissals by the co-ordinator or the regional 
committees. For these reasons your committee amended the bill so 
the co-ordinator cannot dismiss employes, but his orders may result 
in reducing the number of employes each year by making it unneces- 
sary to fill vacancies caused by death, retirement, or resignation. 
In case business improves and more employes are needed, the co- 
ordinator can make orders to absorb the additional number so long 
as the present number of employes is reduced. 

Your committee believes also that where transfers of employes are 
made to bring about economies, the employes affected should have 
compensation for property losses. 

The suspension of the operation of the anti-trust law and all 
other federal and state laws must be justified by the economies to be 
secured and the public interest to be served. 

Some witnesses at the hearings protested against that part of title 
I which provides that orders made under it shall continue in effect 
after the emergency period has ended but your committee decided 
not to change that provision, because Congress will be in session and 
can pass any necessary legislation to meet the situation with the 
approach of the end of the period of emergency control. 

No opposition was expressed to the committee regarding the pro- 
posal under title II that holding companies should be under the 
control of the Commission in so far as purchase of stock resulted in 
consolidation of railroad properties. Without such control the Com- 
mission’s power over consolidations is rendered practically worthless 
through the activities of holding companies already in existence, and 
others that will almost certainly be formed unless legislation of this 
kind is enacted. 

The Interstate Commerce Commission for the past 3 years has 
been recommending the repeal of the recapture provision of the Inter- 
state Commerce act. The theory behind this legislation was undoubt- 
edly well intended, but in practical operation that provision of the law 
has proved extremely expensive and has failed to provide the funds 
for recapture that had been expected. 

The fact that the Commission is required not only to make valua- 
tions of all the railroads, but that it must bring those valuations up 
to date every year, has proved a most serious financial burden on the 
government. The principle upon which valuation shall be based has 
also changed from time to time. The decision of the Supreme Court 
in the O’Fallon case overturned the principle on which the Commission 
had based its valuations. The recent decision in the Los Angeles 
Gas & Electric case by the Supreme Court has changed the rule in 
the O'Fallon case. Another case, the Richmond, Fredericksburg and 
Potomac case, is now pending on appeal from the Commission before 
the Supreme Court. The net result has been to bring but little money 
into the recapture fund and to encourage a tremendous number of 
lawsuits over valuations, 

At present approximately $10,000,000 has been paid into the fund 
and $3,000,000 has been earned as interest. The Commission esti- 
mates that possibly $342,000,000 more might be collected, all of which 
the railroads dispute. These facts make certain long years of pro- 
tracted litigation with doubtful results. 

Your committee believes the whole principle underlying section 15a 
is wrong. It has brought forth more criticism than any provision 
ever written into transportation legislation. It was never recom- 
mended by the Commission. The railroads never asked for it. There 
was no public demand for it previous to its adoption. Certain railroad 
security holders believing it would stabilize the value of railroad se- 
curities urged its adoption, but after 12 years of operation they are 
no longer demanding it. 

There has been some opposition to returning the $18,000,000 already 
paid into the Commission to the carriers that paid it. Yet, if the law 
is to be repealed, the retention of this fund presents a confusing 
problem. What shall be done with that money? It is not the 
property of the other carriers. It does not belong to the government. 
If the law is bad, then it should never have been collected. Con- 
sidering all these facts, your committee believes the money should be 
repaid as provided by this bill. 

The new basis of rate making proposed has many advantages. 
Instead of a fixed return on a valuation that must be determined 
year by year, and readjusted every time the changing personnel of 
the Supreme Court changes the principle of valuation, the Commission 
is allowed a much broader discretion and is directed to consider a 
number of important factors in arriving at just and reasonable rates. 

Under this bill the Commission is directed to consider the effect of 
rates on the movement of traffic, the public interest in adequate 
railway service at the lowest cost consistent with such service, and 
the need of the carriers for sufficient revenue to provide such service 
under honest, economic, and efficient management. It is directed to 
revise and correct its inventories, classifications, and valuations of 
property from time to time and give due consideration to the value 
= extensions and improvements of railway property from time to 
time. 

Analysis of Bill 


Section 1 


Section 1 of the original bill defines the terms 
‘“‘coordinator,’’ ‘‘committee,’’ and ‘‘carrier.”” The committee amend- 
ment adds definitions of ‘“‘subsidiary,’’ ‘‘employe,’’ and ‘‘state com- 
mission.” By the definition of the term ‘subsidiary’ and the 
insertion thereof in various indicated portions of the amended bill, 


‘“‘Commission,”’ 
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the Senate committee thereby would extend the authority of 
coordinator over every company of whatsoever character Which ; 
controlled by or affiliated with a carrier by railroad. 


Section 2 


Section 2 contains a declaration of the intent of Congress to », 
vent burdens on interstate commerce resulting from the present acy 
economic emergency and creates the office of federal coordinato, , 
transportatiton. The committee amendment provides that his g 
pointment, whether from the membership of the Commission or Other 
wise, shall be by and with the consent of the Senate and that jf ap 
pointed from the Commission he shall not sit as a member thereg, ;, 
the consideration of matters arising from his acts as coordinator — 


Section 3 


Section 3 provides that the coordinator shall divide the Carrien 
into three regional groups and that the carriers in each of such TOU, 
shall designate five members to constitute a regional committee , 
assist the coordinator in achieving certain purposes of the act » 
forth below. The committee amendment provides for two spec, 
members on each committee, the one to represent the short lines, ay 
the other electric lines. These special members are to be ¢qj. 
sulted whenever the committees consider any matters that affect ay 
such lines. ’ 


Section 4 


Section 4 sets forth the purposes of the act. Three main py. 
poses are stated. The first to promote economies, particularly th 
avoidance of unnecessary waste resulting from competition; the ge. 
ond to promote financial reorganization of the carriers; and th 
third to provide for the immediate study of other means of improving 
conditions surrounding transportation in all its forms and the prepara. 
tion of plans therefor. The first purpose, encouragement of economig 
is stated under three headings: (a) To avoid unnecessary duplicatin 
of services and facilities and to provide for joint use of terminals. 
(b) to control allowances and _accessorial services, and the charge 
therefor, and other practices affecting service or operation to th 
end that undue impairment of net earnings may be prevented; ani 
(c) to avoid other waste and preventable expense. No substantial 
changes were made by the Senate committee in these purposes a 
set forth. 

Section 5 


Section 5 provides that the regional committees of carriers shal 
carry out the purposes set forth in subdivision 1 of section 4 so fa 
as such action can be voluntarily accomplished by the carriers, 4 
committee amendment provides that the railroads through the region 
committees shall not undertake any action now forbidden by an 
State or Federal law except when specifically authorized by the co- 
ordinator. As amended, these regional committees are given w 
power whatsoever that such committees, voluntarily established 
without the proposed legislation, would not have. 


Section 6 


Section 6 provides that the co-ordinator shall confer freely with 
the committees and give them the benefit of his advice and assistance, 
and that they shall furnish him with such information and reports 
as he may desire. Where a committee fails to act, the co-ordinator 
may act upon his own initiative. The committee amendment give 
the co-ordinator access to all accounts, records, and memoranda if 
the carriers and their subsidiaries and provides that the Commission 
may have the power to administer oaths and require by subpena the 
attendance and testimony of witnesses. 


Section 7 


Section 7 of the original bill is stricken out and the Senate com- 
mittee has proposed a substitute for that section. 

Section 7(a) of the committee substitute provides that the co- 
ordinator shall provide means whereby labor committees for each 
regional group of carriers shall be selected by the railway labor or- 
ganizations which entered into the wage agreements July 31, 1932, 
and December 21, 1932. These committees shall be given reasonable 
notice and conferred with by the regional co-ordinating committees 
of management and the co-ordinator with respect to any action 0 
order which will affect the interest of the employes. 


Section 7 (b) is intended to prevent any reduction in the number 
of employees now in the railroad service, or reductions in pay by the 
co-ordinator or the regional committees. The exceptions provided 
mean that vacancies created by death, normal retirement, or resig- 
nation of employes, need not be filled to the limit of 5 per cent in aly 
one year. In other words, the total reduction in employes during 
the coming year could not exceed 5 per cent of the 1,000,000 men 
now employed. 

Under section 7(c) the co-ordinator is to establish regional boards 
of adjustment where necessary to settle controversies arising out d 
actions taken by him or the regional committees. Carriers ani 
employes are to have equal representation on these boards and the 
are to function as provided for in the Railway Labor Act. 

Section 7 (d) is intended to require the carriers to pay for aly 
property losses and expenses imposed upon employes by reason 0 
transfers of work from one locality to another. 

Section 7 (e) requires the carriers, whether under private mal: 
agement or receivership, to comply with the provisions of the Rail- 
way Labor Act and paragraphs (0), (p), and (q) of section 77 
the recently enacted amendment to the Bankruptcy Act. Paragraph 
(o) provides that no judge or trustee shall change the wages 
working conditions set forth in the memorandum of agreement enteré 
into in Chicago on January 31, 1932, between the executives of 2] 
standard labor organizations and the committee of 9 authorized \ 
represent class I railroads. Paragraph (p) provides that no judge 
or trustee shall deny the right of employes to join the labor orgal- 
ization of their choice or to interfere in any way with the organiza 
tions of employes, or to enforce or coerce employes in an effort t 
induce them to join or remain members of so-called ‘company 
unions.’’ Paragraph (q) prohibits any judge, trustee, or receive 
from requiring any applicant for employment to sign a ‘‘yellow-d0s 
contract. 

Section 8 
The Senate committee’s substitute for section 8 merely clarifies 


the language of the original bill and provides for publication of 
orders of the co-ordinator and an interval of 20 days after such publi 
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cation before they become effective. This is to give ample oppor- 


tunity for appeals to the Commission. 
Section 9 
The committee substitute for section 9 enlarges the list of those 





eSs to ho may appeal from the orders of the co-ordinator. As amended it 
"SENt ac includes carriers, shippers, employes, State commissions, or States. 
'dinator It limits the time within which an appeal may be made to any time 
At his q rior to the effective date of the order. If the Commission grants 
1 OF Othe, cs review it may suspend the order if it finds immediate enforce- 
that if a and would result in irreparable damage to the petitioner or work 
thereos j, pono injury to the public interest. If it suspends the order, the 
a Eommission is required to expedite the hearings. 
Section 10 

chee Section 10 provides for the suspension of the anti-trust laws and 
oa ST OU of all other restraints or prohibitions by State or Federal law except 
le poy q jaws for the protection of public health or safety and requirements 
v0 ACt gy of the Railway Labor Act. . ; 

lin Specig Section 10 (b) is added by the Senate committee. It provides 
ty ang that the Coordinator shall not issue any order relieving any car- 
sftect rier from the operation of the law of any state until he has advised 


the state commission or the governor that such order is in contem- 
plation. 
















Section 11 


Section 11 contains the penal provisions of this title. The com- 
mittee proviso declares that no employe or officer shall be required 
to work without his consent. In other words, the coordinator cannot 
interfere with the right to strike. 


Section 12 


Section 12 is drawn to carry out the third purpose of the act as set 
out in section 4. It makes it the duty of the coordinator to make a 
study of means not provided in this bill for improving transportation 
conditions. The committee amendment requires that he study and 
report on means for cost finding in railroad transportation. 


Section 13 


Section 13 provides for the expenses of the coordinator. It is pro- 
vided in section 2 that the Commissiem shall provide such office space, 
facilities, and assistance as he may request, and it is able to furnish. 
Section 13 provides that the other expenses are to be paid out of a 
fund which it is made the duty of each carrier to contribute $1 per 
annum for every mile of road operated on December 31, 1932. This 
fund is to be assessed and collected by the Secretary of the Treasury. 
The carriers and the Pullman Co. are permitted to provide free 
transportation to the coordinator and his assistants and agents. The 
Senate committee amendments are designed to clarify the section. 
It was submitted to the Secretary of the Treasury who expressed the 
opinion that it was appropriately drawn to carry out its intent. 


Section 14 


The committee substitute for section 14 provides that the Com- 
mission shall not approve a loan to a carrier under the Reconstruction 
Finance Corporation Act, as amended, if it is of the opinion that such 
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A with carrier is in need of financial reorganization in the public interest. 
istanc Mi It is provided that the term “carrier” as used in this section shall 
ama not include a receiver or trustee. Your committee believed the re- 


quirement as to the issuance of new bonds was unnecessary. 
Section 15 


Section 15 was inserted by your committee to insure the right of 
appeal to the courts. It provides that any final order made under 
this title shall be subject to the same right of relief in court by any 
party in interest as is now made in respect to orders of the Commis- 
sion. The provisions of the Urgent Deficiency Appropriation Act 
of 1913 provide for an expedited hearing before a three-judge court, 
at least one of whom shall be a circuit judge, and for direct appeal 
from the decision of the three-judge Federal court to the United 
States Supreme Court. 
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nor oF Section 16 
1, 1932, Section 16 is merely a renumbering of section 15 of the original 
sonable bill. It provides that this title shall cease to have effect at the end 
nittees of 1 year after the effective date unless extended by proclamation 
ion or of the President for 1 year or any part thereof, but that the orders 
of the coordinator or of the Commission made thereunder shall con- 
‘umber tinue in effect until vacated by the Commission or set aside by other 
by the lawful authority. 
ovided Title 11. Amendments to Interstate Commerce Act 
ae This title embodies legislation which has for three years past 
juring been recommended by the Interstate Commerce Commission. In this 
, part of the report, sections 5, 15 (a), and 19 (a) of the Interstate 
; Commerce Act and the proposed changes therein, are explained. 
—_ Sections 201 and 202 
“~ Sections 201 and 202 propose a substitute for paragraphs (2) to 
ther (8) inclusive of section 5 of the present Interstate Commerce Act. 
: These paragraphs relate to railroad consolidations. These provisions 
> any direct the Commission to prepare and adopt a plan for railway con- 
oy Solidation, Paragraph (6) requires that the Commission must find any 
consolidation to be in harmony with and in furtherance of the consoli- 
— dation plan. Paragraph (2) gives authority for one carrier to acquire 
Rail control (in any manner not involving consolidation) of another car- 
” rier or carriers with the approval of the Commission, Such acquisi- 
ra h tion need not be in harmony with the consolidation plan, but must 
sg” be in the public interest. Paragraph (8) relieves such carriers and 
eal any corporation organized to effect an authorized consolidation, from 
. ro the operation of antitrust laws and other laws, federal or state, so 
. : far as that acquisition of control or consolidation makes it necessary. 
udge t Since the Commission has adopted a plan for the consolidation 
gan- th railway properties, no reason is apparent for hereafter permitting 
iza- a acquisition by one carrier of control of another carrier or car- 
“¥ ers without regard to such plan, as is the case under the present 
at Peep (2). Therefore it is proposed to combine such paragraph 
res =, sae the present paragraph (6), which relates to consolidations 
108" n requires conformity with the consolidation plan. These two para- 
| oe are, in substance, incorporated in the proposed new paragraph 
The provisions of the present paragraph (3) appear in the bill in 
fies Paragraph (14). By reason of these changes, the present paragraphs 


(4) and (5) are renumbered as (2) and (3), respectively, and the last 


of 
Sentence of the present paragraph (5) is stricken out because of the 
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other changes proposed by the bill, The present paragraph (7) is 
omitted entirely since it was temporary legislation and has served its 
purpose. The provisions of the present paragraph (8) appear in the 
proposed paragraph (15). 

Paragraph (4): This paragraph, while it includes substantially the 
provisions of the present paragraphs (2) and (6), is more comprehen- 
sive in its scope and corrects certain ambiguities and omissions. It 
is intended to authorize every form of unification of railroad prop- 
erties which may conceivably be in the public interest and to bring 
all such forms, including holding companies, under the complete super- 
vision of the Commission, which must find them to be in harmony 
with the consolidation plan and the public interest. It also specifi- 
cally authorizes control of two or more carriers by a single holding 
company if the Commission finds such control to be consonant with 
the consolidation plan and the public interest. 

° Paragraph (5): This paragraph supplements paragraph (4) by pro- 
viding that if a single holding company is permitted by the Commis- 
sion to acquire control of carriers as provided in paragraph (4), such 
holding company shall be subject to complete supervision by the Com- 
mission of its reports and accounts and the issuance of its securities. 

Paragraph (6): A means having been furnished under paragraph 
(4) by which all legitimate and desirable forms of unification may be 
effected, it is intended by this paragraph to prevent all other forms, 
direct or indirect. The intent is to make impossible the bringing of 
carriers under common control through complicated schemes involv- 
ing numerous interrelated holding companies and like ingenious 
devices which are now possible under the existing law and which 
thereby nullify the intent of Congress to subject such unifications to 
an orderly plan and complete supervision by the Commission. II- 
lustrations of such common control willfully set up to frustrate the 
intent of Congress are found in the Allegheny Co, and its maze of 
interrelated holding companies, and in the Pennroad Corporation 
dominated by the Pennsylvania Railroad, which in like manner has 
evaded the intent of Congress through an ingenious corporate device. 

It will be noted that paragraph (6) contains a provision that it 
shall be unlawful to maintain control or management accomplished 
or effectuated in violation of its provisions. Since the bill does not 
provide for a criminal penalty for violations of paragraph (6), but 
merely provides for the Commission securing equitable relief to 
compel obedience to the provisions of paragraph (6) and of orders 
of the Commission enforcing such paragraph, it was deemed neces- 
sary to include this provision in order that an equity court would 
have a subject with respect to which it could act. 

Your committee has amplified the definition of the words ‘‘control’”’ 
and ‘‘management,” and has added a provision making it clear that 
this paragraph shall ont be construed as a ratification or validation 
of any acts already accomplished, which would otherwise be invalid 
under existing law. 

Paragraphs (7), (8) and (9) have been designed to spell out and 
make clear the various possible forms of indirect control of railroad 
companies which paragraph (6) is intended to prohibit. These para- 
graphs have been planned in the light of what has already been done 
through myriad devices without Commission supervision and in de- 
fiance of the will of Congress. They are necessary because of the 
difficulty in establishing as a matter of law, in many cases where as 
a matter of fact it is known, that control or management in a common 
interest of two or more carriers is effectuated or actually exists. The 
provisions of paragraph (6) would be of little effect unless the language 
contained therein were construed to include control or management 
effectuated or exercised indirectly through the use of legal devices 
such as holding companies, voting trusts, and combinations of affili- 
ated interests. It is therefore intended by the provisions of para- 
graphs (7), (8) and (9) to make sure that paragraph (6) covers such 
types of control and management. 

Paragraph (8) contains a definition of an affiliated person for the 
purposes of paragraph (7). 

Paragraph (9) provides that where reference is made in paragraphs 
(6), (7), (8) and (11) to control it is immaterial whether such control 
is direct or indirect. 

Paragraph (10): By this paragraph the Commission is authorized 
to investigate and determine whether any person is violating the pro- 
visions of paragraph (6), or, in other words, whether any person is 
maintaining control or management accomplished or effectuated in 
violation of such paragraph. If the Commission finds such violation, 
it is authorized by order to require the violator to take such action as 
may be necessary to prevent continuance of such violation. 

Paragraph (11) is designed to prevent the continuance of any con- 
trol which has hitherto been accomplished without Commission su- 
pervision and which may operate to bar or intefere with the accom- 
plishment of the plan of consolidation promulgated by the Commission 
at the direction of Congress. It authorizes the Commission to de- 
termine whether the holding by any person of stock or other share 
capital of any carrier (unless acquired with the approval of the 
Commission) has the effect of subjecting the carrier to the control of 
another carrier or to common control with another carrier, and also 
has the effect of preventing or hindering the carrying out of any part 
of the consolidation plan or of impairing the independence of the 
systems provided for in such plan. If the Commission finds that the 
holding (and this, of course, includes the manner in which the voting 
power is being exercised) has these effects, it is to provide by order 
for restricting the exercise of voting power with respect to such stock 
or other share capital to the extent necessary to prevent such holding 
from continuing to have such effects. 

Paragraph (12): This paragraph is included to make sure that 
authority may be had for suspending any proceeding the decision in 
which is dependent upon the then existing consolidation plan, if the 
plan has been reopened in some respect which may affect the decision 
under the proceeding in question, 

Paragraph (13): Since the bill makes no provision for criminal 
penalties in case of violation of the before-mentioned provisions, this 
paragraph furnishes a means for the enforcement of such provisions 
and of orders of the Commission in cases where the Commission finds 
that the provisions are being violated or that its orders are being 
disobeyed. It authorizes the district courts of the United States to 
issue such writs of injunction or other proper process, mandatory or 
otherwise, as may be necessary to restrain violations or to compel 
obedience to orders. 

Paragraph (14): This paragraph authorizes the making of supple- 
mental orders, and includes the provisions of the present para- 
graph (3). 

Paragraph (15): This paragraph corresponds to the present para- 
graph (8) and provides for relief from the anti-trust laws and other 
federal and state laws in so far as necessary to permit carriers and 
corporations to do anything authorized or required by orders issued 
under the preceding paragraphs. 
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Paragraph (16): This is a provision providing for separability of 
the provisions of the preceding paragraphs in case any part thereof 
may be held invalid. 

Paragraph (17): This is a definition of the term “person’”’ for the 
purposes of paragraphs (4) to (16), inclusive. The Senate committee 
has included within this definition ‘joint-stock company.” 


Section 203 


Section 203 of the bill merely provides for necessary renumbering 
of the remaining paragraphs of section 5 which are not changed by 


the bill. 
Section 204 


Section 204 is intended to preserve the existing provisions of the 
Interstate Commerce Act and of all other applicable Federal statutes 
with respect to the acquisition by any carrier, prior to the enact- 
ment of the proposed legislation, of the control of any other carrier 
or carriers. This is deemed desirable in order that any penalties 
applicable to past acquisitions may still be enforced, and in order to 
save, to carriers which have acquired controls under the present 
paragraph (2), the benefits of the exemption in paragraph (8) from 
antitrust and other laws. 

Section 205 


Section 205 repeals section 15 (a) of the Interstate Commerce Act 
and provides a substitute therefor. Section 15 (a) of the Interstate 
Commerce Act contains the so-called ‘‘recapture’”’ provisions of such 
act, and rule of.rate making. It modified the fundamental rule with 
respect to rate making contained in paragraph (5) of section 1 of that 
act by providing in paragraph (2) thereof that ‘‘in the exercise of its 
power to prescribe just and reasonable rates’’ the Commission shall 
so adjust rates that ‘‘the carriers as a whole (or as a whole in each 
of such rate groups or territories as the Commission may from time 
to time designate) will, under honest, efficient, and economical man- 
agement * * * earn an aggregate annual net railway operating 
income equal, as nearly as may be, to a fair return upon the aggre- 
gate value of the railway property of such carriers held for and used 
in the service of transportation.’’ Provision is made for determining 
such value and for determining what percentage of the value will 
constitute a fair return. The statute declares in effect that since it 
is impossible to establish uniform rates which will adequately sus- 
tain all carriers without enabling some to receive an income in ex- 
cess of a fair return upon the value of their railway property, there- 
fore, so much of the income of any carrier which in any year is in 
excess of 6 per cent of the value of its railway property shall be 
held in trust, one-half of such excess to be placed by the carrier in 
a reserve fund and the other half to be payable to the Commission 
for deposit in a revolving fund. It is provided that this fund shall be 
used for making loans to carriers and for buying facilities and equip- 
ment and leasing the same to carriers. 

Section 205 of this bill proposes to strike out the whole of section 
15 (a) and substitute therefor what may be termed a rule of rate 
making, indicating certain factors which, among others, the Com- 
mission, in the exercise of its power to prescribe just and reasonable 
rates, must take into consideration. 

This new rule of rate making directs the Commission to give due 
consideration among other factors to the effect of rates on the move- 
ment of traffic; to the need, in the public interest of adequate and 
efficient railway transportation service at the lowest cost consistent 
with the furnishing of such service; and to the need of revenues 
sufficient to enable the carriers, under honest, economical, and effi- 
cient management, to provide such service. 


Section 206 


Section 206 provides for the return to carriers of amounts which 
they have heretofore paid to the Commission under the provisions 
of section 15 (a). Such amounts placed in the railroad contingent 
fund have been invested in obligations of the United States, in 
accordance with the provisions of section 15 (a). It is expected that 
upon liquidation of the fund, amounts earned will bring the fund 
up to a point where it is in excess of the total amounts paid in by 
carriers, and the provisions of the bill are so written as to provide 
for distribution among the carriers of the earnings of the fund, mak- 
ing allowance for the differences in periods of time that payments of 
different carriers have been made into the fund. 

Section 206 (b) was added by the Senate committee at the sugges- 
tion of the Secretary of the Treasury. It covers the effect of the repeal 
of ‘‘recapture’’ on the income and profits taxes of the carriers 
affected. The paragraph in the opinion of the Secretary of the 
Treasury is appropriate to carry out this purpose. It provides that the 
tax liabilities for any taxable period ending after February 28, 1920 
(which is the date when the present section 15 (a) became effective), 
shall be computed as if such section had never been enactd, ex- 
cept that where carriers have made payments under the section to 
the government, such payments shall be excluded from gross income 
for the taxable periods with respect to which they were made. It 
further provides that any distributions made to carriers under this 
section shall be included in the gross income of such carriers for the 
period in which this proposed act is enacted. It further provides that 
the provisions of this paragraph shall not be held to effect (1) the 
statute of limitation with respect to the assessment, collection, re- 
fund, or credit of taxes, or (2) the liabilities for such taxes if such 
taxes were determined prior to the enactment of this proposed act 
in accordance with the provisions of the Revenue Acts of 1926 and 
1928 or final judgments of a court, or the Board of Tax Appeals, or 
an offer in compromise duly accepted in accordance with the law. 


Sections 207 and 208 


Sections 207 and 208 amend section 19 (a) of the Interstate Com- 
merce Act, the valuation provisions of the act. 

Section 207 provides a substitute for paragraph (a) of section 19 
(a) of that act. It relieves the Commission of the duty which it 
now has under section 19 (a) of making valuations of street, subur- 
ban, or interurban electric railways when they are not a part of a 
general steam railroad system of transportation, but gives the Com- 
mission authority to make such valuations when, in its judgment, 
such action is desirable in the public interest. 

Section 208 provides a substitute for paragraphs (f) and (g) of 
section 19 (a), under which the Commission, after the completion of 
the original valuation of railroad properties, is under the duty of 
revising and correcting its valuations, and of making a report to 
Congress at each regular session of such corrected valuations. As 
proposed to be amended by the bill, these provisions will no longer 
require the Commission to revise and correct its valuations and to 
report them to Congress, but will make it the duty of the Commission 
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to keep itself informed as to new construction, extensions, improy 
ments, retirements, and other changes, will authorize the Commi, 
sion to keep itself informed of current changes in costs and valu 
of railroad properties and will further give the Commission author, 
whenever it deems necessary to revise, correct, and supplement 4 
of its inventories and valuations. ‘ 

The proposed new paragraph (g) of section 19 (a) makes it the 
duty of every common carrier to make such reports and furpj 
such information as the Commission may require to carry out the 
provisions of the new paragraph (f) of that section. 


Executives See President 


The “contact” committee of the railroads on the coordinaty 
bill, composed of Mr. Gray of the Union Pacific, Mr. Williams 
of the New York Central, and Mr. Pelley of the New Hava 
called on President Roosevelt at noon May 24. They wen 
accompanied by Secretary of the Treasury Woodin, who serve 
as a member of the Administration committee that framed th 
coordinator bill. They refused to throw any light on the py. 
pose of the conference. It was believed, however, that th 
rail executives submitted to the President their views in opp 
sition to the amendments adopted by the Senate interstay 
commerce committee to the coordinator bill in the interest ¢ 
labor, principally those embodied in the revised section 7 of 
the Senate bill, one of which forbids a reduction in railroaj 
employment below the May level so far as action taken by the 
coordinator or the regional rail committees is concerned. 


Program in Senate 


The Roosevelt transportation bill has been made unfinishe 
business before the Senate. Chairman Dill, of the Senate com. 
mittee, said he would push the bill and expected early action 
on it. 

Senator Black proposes to offer an amendment providing 
for a six-hour day on the railroads, ; 


Delay in House 


Action by the House committee on interstate and foreign 
commerce on the bill this week did not appear probable due 
to the fact that, up to Friday, the committee had not met in 
executive session to consider it. A meeting had been scheduled 
for Thursday, but it was canceled. 

There was speculation as to the delay on the part of the 
House committee, one report being that due to the fact that 
the railway executives were understood to have protested to 
President Roosevelt against the labor provisions in the Dill as 
reported by the Senate committee, negotiations were in progress 
to see whether a compromise might not be effected. 


Railway Consolidation 


H. T. Newcomb, vice-president and general counsel of the 
Delaware & Hudson, has prepared a memorandum in opposition 
to the provisions of S. 1580 and H. R. 5500, the co-ordinator bill, 
which, in his opinion, if enacted, would force railway unification 
to proceed, if at all, in accordance with the so-called complete 
plan of Dec. 9, 1929, 159 I. C. C. 522, promulgated by the Com: 
mission and amended since that time. The objection is directed 
toward the holding company part of the co-ordinator bill, Title II, 
section 202(b). 

That part of the bill, amending section 5 of the interstate 
commerce act, according to Mr. Newcomb, “seems to have been 
intended to have the effect of giving new legislative sanction to 
the so-called ‘complete plan’ of consolidation.” 

The memorandum submits that the so-called complete plan 
ought not to be made the basis of legislative action and con- 
tends that all the purposes intended to be achieved by the part 
of the bills mentioned could better be achieved without reliance 
upon the “complete plan.” It points out that there is no com- 
plete plan in existence, even if it could have been regarded as 
complete when promulgated, its completeness on the day of issue, 
if that be assumed, having been destroyed by the changes of 
July 13, 1932, 185 I. C. C. 403. By its action at that time, the 
memorandum says, the Commission destroyed its systems 1, 7, 
and 11, as set up in December, 1929. Mr. Newcomb points out 
that the Commission then made provision in other systems for 
some of the railroads originally assigned to the systems it de- 
stroyed, but that it left many important railroads without assign- 
ment. He mentions, as not being included in any system, the 
Bangor & Aroostook, Maine Central, Boston & Maine, Delaware 
& Hudson, Seaboard Air Line, Piedmont & Northern and the 
Winston-Salem Southbound. 

In conclusion, Mr. Newcomb says that because there is 0 
plan in existence that complies with the requirements of sec: 
tion 5, (4-5) of the interstate commerce act or paragraph 3 of the 
proposed bill, the incomplete and imperfect plan that actually 
exists is not a safe or useful guide and no standard but the public 
interest ought to be applied by the Commission, all references to 
“the plan” in Title II of the bills mentioned should be stricket 
out. 

Commissioner Eastman said May 24, when a newspaper 
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report to the effect that he was carrying on negotiations on 
pehalf of the Administration with railroads to spur the nation’s 
railroads to voluntary consolidation of services, said he was 
not doing anything along that line. The name of John Barriger, 
who is understood to have had charge of the preparation of the 
F. H. Prince railroad consolidation plan, was linked with that 
of Commissioner Eastman in the newspaper report. Mr. Bar- 
riger has been appointed to a position in the railroad loan 
division of the Reconstruction Finance Corporation and is 
giving his attention to railroad matters. : ; 

Mr. Barriger succeeds Miles Kennedy as chief examiner of 
the railroad division of the Reconstruction Finance Corporation. 


GOVERNMENT REORGANIZATION 


President Roosevelt the middle of this week expected to 
take action by the end of the week or the first of next 
week on the government reorganization plan, which is under- 
stood to provide for the creation of a transportation depart- 
ment in the Department of Commerce, the reorganization of the 
Shipping Board, and possibly the transfer of some bureaus of 
the Commission to the transportation department of the Com- 
merce Department. Effect to the reorganization plan will be 
given in executive orders which will be transmitted to Con- 


gress. 


RECOVERY BILL AND TRANSPORT 


The House committee on ways and means favorably re- 
ported the national industrial recovery bill (H. R. 5755) to 
the House for passage. The bill provides for construction of 
highways and waterways and federal aid in financing of such 
railroad maintenance and equipment as may be approved by 
the Commission. To provide funds to aid in the financing of 
the plans covered by the bill it is proposed therein to increase 
the income tax rates and to increase the federal tax on gasoline 
from 1 cent to 1% cents a gallon. This latter provision was 
attacked by automotive and related interests. 


REFRIGERATOR CAR RULES 


The Commission, in I. and S. No. 3887, has suspended, from 
June 1 until January 1, rules published in supplements Nos. 8, 
11 and 14 to Dearborn’s perishable protective tariff, I. C. C. No. 
5, with a view to investigating the subject of private refrigerator 
cars tendered by shippers to the railroads for the carriage of the 
products of the shippers who have leased such private refrig- 
erator cars. 

The suspended schedules proposed to restrict, by rules, the 
ordering and furnishing of refrigerator cars at all points in the 
United States except in the far west. The rules provide that 
shippers must arrange for their refrigerator car supply through 
the carriers serving them and notify the public that the carriers 
will not accept, in interchange, empty refrigerator cars intended 
for loading on their lines unless specifically arranged for by 
them, and (except as to meat packing companies’ refrigerator 
cars), that privately owned refrigerator cars, including those of 
railroad control, will not be furnished by carriers unless car 
owners certify under oath that no gift, gratuity, or part of the 
earnings from mileage payments, or otherwise, will be paid di- 
rectly or indirectly to shippers, their agents or employes. 

Promulgation of the restrictive rules brought protests from, 
among others, the Fairmont Creamery Co., the North American 
Car Corporation, the North Western Refrigerator Lime Co., 
the Dairy Shippers Despatch, Jerpe Commission Co., Omaha Cold 
Storage Co., Harding Cream Co., F. M. Priest & Sons, Davis- 
Cleaver Produce Co., Puget Sound Egg Packers, F. A. Pruett & 
Sons, Stokely Brothers & Co., Beatrice Creamery Co., Shippers’ 
Private Car Protective Association, and twenty-three railroads, 
parties to the Dearborn tariff. The twenty-three railroads asked 
for a reconsideration of a sixth section permission granted to 
Dearborn for the publication of his tariff or the suspension of 
the restrictive rules, 

Opposition and criticism to the rules became so widespread 
that M. G. Gormley, president of the American Railway Associa- 
tion, assented to the request for suspension. He said that in 
view of the allegations set forth by the petitioners and in order 
that a final determination of the matter might me had, the car 
service division of that association could see no objection to the 
srant of the request of suspension and an investigation of the 
lawfulness of the rule by the Commission. 

R. C. Dearborn, the publishing agent, said that under the 
practices permitted certain evils had made themselves mani- 
fest in the matter of furnishing private refrigerator cars, which 
were objectionable from an economic standpoint and productive 
of unnecessary expense to the carriers. Among the practices 
listed as objectionable: was the making of contracts or tem- 
porary leasing arrangement between the owners of the cars and 
shippers whereby the shippers were able to obtain cars for their 
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exclusive use for a fixed rental and have a prospect of profiting 
from the earnings of such cars through mileage allowances made 
by the railroads. Mr. Dearborn said that regardless of the fact 
that the railroads had kept fully abreast with the requirements 
for the transportation df perishable products, and had had suffi- 
cient cars available to take care of all demands, aside from those 
of the meat packing industry, 70 private refrigerator car lines 
came into existence in 1932, and 102 had been established since 
January 1, 1927. 
Other Suspended Tariffs 


In I. and S. No. 3884, the Commission has suspended from 
May 22 until December 22 schedules in supplement No. 29 to 
St. Louis-San Francisco Railway Company’s tariff, I. C. C. 9548. 
The suspended schedules propose to reduce the rates on ear 
corn, in carloads, from points in Arkansas and Missouri to 
Memphis, Tenn., via the St. Louis-San Francisco Railway. The 
following is illustrative, rates in cents a 100 pounds to Memphis, 
Tenn.: 


From Sikeston, Mo., present rate 144%; proposed 11%; from Jones- 
boro, Ark., present rate 12; proposed rate 9%. 


In I. and S. No. 3885, the Commission has suspended from 
May 22 until December 22 schedules in J. E. Johanson’s sup- 
plement No. 3 to I. C. C. No. 2494, and supplement No. 58 to 
I. C. C. No. 2111. The suspended schedules propose to cancel 
the commodity rates on alfalfa hay, in carloads, from Barstow, 
Tex., and hay and straw, in carloads, from points on the Yazoo 
& Mississippi Valley Railroad, Delta Point to Shreveport, La., 
inclusive, to Birmingham, Bessemer and Pioneer, Ala., and to 
apply higher class rates in lieu thereof. The following is 
illustrative, rates in cents a 100 pounds, to Birmingham, Ala.: 

From 
53; from 
C) 43. 


In I. 


Shreveport, La., present rate 24; proposed rate (Class C) 
Delta Point, La., present rate 19%, proposed rate (Class 


and S. No. 3886, the Commission has suspended from 
May 22 until December 22 schedules in supplement No. 27 
to B. T. Jones’ I. C. C. No. 2518, and supplement 12 to Penn- 
sylvania Railroad Company’s I. C. C. 808. The suspended sched- 
ules propose to reduce the rates on cast iron pipe and fittings, 
in carloads, from Coshocton and Newcomerstown, Ohio, to Chi- 
cago, Ill., and intermediate points, to meet purported motor 
truck competition. The following is illustrative, rates in cents 
a ton of 2,000 pounds, to Chicago, IIl.: 


From Coshocton, Ohio, present rate 580, proposed rate 450; New- 
comerstown, Ohio, present rate 600, proposed rate 450 


In I. and S. No. 3888, the Commission has suspended from 
May 25 until December 25 schedules in supplement No. 24 to 
Transcontinental Tariff, Toll’s I. C. C. No. 1301, Curlett’s I. C. C. 
No. A-386, Jones’ I. C. C. No. 2572, and Van Ummersen’s I. C. C. 
No. 194. The suspended schedules propose to reduce rates on 
fresh meats and packing-house products, in carloads, from 
Denver, Colo., to Billings, Great Falls, Lewistown, Livingston, 
Butte and Helena, Mont. The following is illustrative, rates 
being in cents a 100 pounds: 


From Denver, Colo. 


Present Proposed 

To A B A B 
DO 2. Gvicccsa sd ade sndesoaewkaas 151 104 100 100 
SE CE SataN i nesdedadees sees cnboaen 169 119% 129 109 


A—Fresh meats 
B—Packing house products. 


RIVER-RAIL ELEVATOR LOANS 


The Missouri River Navigation Association, the Mississippi 
Valley Association and the Port of New Orleans in a com- 
munication to Senator Byrnes, chairman of a sub-committee 
of the Senate committee on banking and currency handling 
S. 509, a bill to amend the amergency relief and construction 
act of 1932, urge inclusion in the bill of an amendment to 
enable the Reconstruction Finance Corporation to make loans 
for the construction of river-rail elevators. The proposed 
amendment would authorize the corporation to make loans for 
elevators for storage and transfer of grain between rail and 
water lines. 

The waterway associations and the port of New Orleans 
stated that in their judgment there would not be more than 
six or eight applications under such a provision and that the 
amount of the loans would run from $500,000 to $750,000. 

“The improvement of the Mississippi system of waterways 
by the government was based mainly upon the principle of 
giving a cheaper form of transportation to the interior agri- 
cultural section,” they said. “Much of this system is prac- 
tically completed but there is only a small amount of grain 
moved in domestic trade, due almost entirely to lack of elevator 
facilities at river ports. 

“The public will not get the full benefit of the imporvement 
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of these rivers, nor the expenditure be justified, until grain 
and feed can move freely over the rivers; and to facilitate this 
movement we must have rail-river elevators. There must be 
elevators for loading at river points in the grain belt and there 
must be elevators for unloading at lower Mississippi River 
points. Adequate facilities are now provided at New Orleans.” 

It was stated that the construction of the elevators would 
come within the category of self-liquidating projects. 


RAILROAD SALARIES AND LOANS 

The House has passed the bill (S. 1094) providing for pur- 
chase by the Reconstruction Finance Corporation preferred 
stock or capital notes of insurance companies, which, as it 
passed the Senate recently, carried a limitation of $17,500 on 
salaries of officials of railroads borrowing from the R. F. C. 
As passed by the House the bill substitutes “what appears rea- 
sonable to the Reconstruction Finance Corporation” for the limi- 
tation of $17,500. The bill also amends the R. F. C. act to 
permit loans to trustees of railroads reorganizing under the 
bankruptcy act. Differences in the bill as passed by the Senate 
and by the House are yet to be adjusted. 


FRISCO REORGANIZATION PLAN 


E. H. Brown, chairman of the St. Louis-Francisco Railway 
Co., has presented to the Commission the modified plan for the 
reorganization of the affairs of that company which is now in 
the hands of receivers. The Commission has docketed it as 
Finance No. 10008. (See Traffic World, May 20, p. 990.) 

With regard to the modified plan an introductory state- 
ment says that the holders of more than seventy per cent of 
the total amount of bonds dealt with under the plan have now 
assented to it. It is asserted that delay on the part of the 
bondholders in assenting to the plan and litigation instituted 
by certain bondholders forced the company to consent to the 
appointment of receivers in November, 1932. The statement 
says that the plan has been declared operative and deposits 
are still being received in substantial volume. 

Since the stockholders have already taken the necessary 
corporate action to carry out the plan, says the statement, 
and since the bonds which have assented to the plan include 
more than 66 2/3 per cent of each of the three issues involved, 
the readjustment managers believe that the plan can be 
promptly carried out under the procedure prescribed by section 
77 of the bankruptcy act. 

The provisions of that section, according to the statement, 
and the changes in the situation of the company since the plan 
was first published, necessitate modifications of the plan, the 
most important of which are as follows: 

(1) Provision is made for unsecured claims against the 
company (estimated not to exceed $1,000,000) and for obliga- 
tions of the receivers. 

(2) Provision is made for additional loans from the Re- 
construction Finance Corporation to be secured by bonds under 
a new prior mortgage of $25,000,000 to such extent as may be 
necessary to enable the plan to be carried out and to provide 
adequate working capital. 

The readjustment managers and the committees having 
charge of the matter have approved of these modifications 
which, in their judgment, do not adversely affect to a material 
degree the interest of any class of depositors. The new prior 
mortgage, which will have priority to the prior lien and con- 
solidated mortgages on the properties of the railway company, 
including the pledged Fort Scott bonds, will be limited to 
$25,000,000, to be used for general corporated purposes, subject 
to restrictions for the protection of the existing bonds to be 
determined by the managers and specified in the mortgage. 


I. C. C. PIPE LINE INQUIRY 


Chairman Rayburn, of the House committee on interstate 
and foreign commerce, has introduced a joint resolution (H. J. 
Res. 187) directing the Commission to conduct an investigation 
with regard to matters related to the transportation by pipe 
line of petroleum and its liquid products. He said the purpose 
of the resolution was to give effect to the recommendations of 
his committee in the report submitted March 2 to the House. 
(See Traffic World, March 11, p. 503.) It was recommended 
in that report that the Commission give consideration to its 
powers under the present statutes to regulate the rates for the 
transportation of oil, in connection with its power to require 
storage at a reasonable rate, with a view to determining what, 
if any, relief was possible to the small operators who did not 
own transportation or storage facilities. The joint resolution 
provides for appropriation of such sums as may be necessary 
to enable the Commission to carry out the provisions of the 
resolution, the material part of which follows: 
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That the Interstate Commerce Commission is authorized ang q 
rected to make a thorough investigation of matters relating . 
charges and practices in connection with the transportation (includ 
ing the use and operation of gathering lines, storage and/or ja 
farms, pumping appliances or facilities, including pumping statig 
main and trunk lines, distributing lines, terminal and storage facijj 
ties, and other facilities in connection with such transportation) af 
petroleum and its liquid products by pipe line in interstate ang for. 
eign commerce. 

Sec. 2. The Commission shall, after the completion of its inves 
tigation, and in the light of the facts developed thereby, proces 
under the provisions of the interstate commerce act, as amended to 
exercise its jurisdiction with respect to the regulation of the matten 
required to be investigated under this joint resolution. 


Chairman Rayburn said that in order to determine whether 
or not additional legislation was necessary with respect ty 
regulating rates charged for pipe line transportation, it wy 
necessary for the Commission first to test its power under th 
present law. He said that his committee had not made , 
study of what to do about the oil industry in general, but had 
inquired as to the relationships of operating pipe line companig 
to controlling corporations where the control is through stocg 
ownership or otherwise. 

“There has been considerable complaint from small anj 
independent oil producers that the rates for transportation o 
oil by pipe lines, including storage, are too high,” said he 
“The interstate commerce act, as amended, gives the Comnis. 
sion jurisdiction over storage in connection with transports 
tion. The resolution is drawn to require the Interstate Cop. 
merce Commission to proceed under the present law in order 
to determine what, if any, relief independent operators ar 
entitled to or may be given.” 


TRANSPORTATION OF “HOT” OIL 


In a bill introduced by Representative Marland, of Oklahoma, 
H. R. 5695, in the House, and by Senator Capper of Kansas in 
the Senate, S. 1736, it is made unlawful for any person, natural 
or artificial, to sell, ship or transport, or to deliver to another 
for shipment or transportation, or to receive for shipment or 
transportation, by rail, pipe line, water, truck or any other means 
of conveyance from one state to another unless the shipper shall 
furnish and the carrier shall receive, in good faith, an affidavit 
to the effect that the production of the natural gas or crude 
petroleum was not in violation of any law or regulation or order 
of any board, commission, officer or other duly authorized state 
or federal agency in the state of production; that no part of 
the crude petroleum or natural gas or product thereof is in 
excess of the market demand for such petroleum or natural gas 
as determined by the Secretary of the Interior in accordance 
with the terms of this act.. Any shipment is to be open to inspec: 
tion by state authority even if it is an interstate shipment. 

This “hot” oil provision in the bills mentioned is a transfer 
of the terms, broadened so as to include all methods of transporta- 
tion, of a bill introduced by Representative Marland and on 
which the House committee on interstate and foreign commerce 
held a hearing about a month ago. The original “hot” oil bill 
was introduced before the Administration had decided upon 4 
bill for the general regulation of petroleum production, in the 
interest of conservation and of the national defense, by providing 
a system of prorated production to meet market demand. 


STATE EMERGENCY CHARGES 


The Commission has instituted thirteenth section proceed: 
ings as to intrastate charges in Iowa, Kansas, Nevada, North 
Dakota, South Dakota and Washington, as the result of refusal 
of the state commissions in those states to permit ex Parte 10} 
surcharges to be continued after March 31, 1933, on intrastate 
traffic, and the filing of petitions by carriers operating in those 
states alleging that such refusals cause unjust and unreasonable 
advantage, preference and prejudice, as between persons and 
localities in intrastate commerce, on the one hand, and inter 
state and foreign commerce, on the other, and undue, unreasol 
able and unjust discrimination against interstate commerce. 

The proceedings are docketed as follows: No. 25982, sul 
charges on intrastate traffic within the state of Iowa, set for 
hearing before Examiner Disque in Washington, D. C., June 12; 
No. 25983, surcharges on intrastate traffic within the state of 
Kansas, set for hearing June 13, at Washington, D. C., before 
Examiner Disque; No. 25984, surcharges on intrastate traffic 
within the state of Nevada, set for hearing June 16, at Wash 
ington, D. C., before Examiner Cheseldine; No. 25985, sur- 
charges on intrastate traffic within the state of North Dakota, 
set for hearing June 15, at Washington, D. C., before Examiner 
Cheseldine; No. 25986, surcharges intrastate traffic within the 
state of South Dakota, set for hearing June 14, at Washington, 
D. C., before Examiner Disque; and No. 25987, surcharges 02 
intrastate traffic within the state of Washington, set for heat 
ing June 16, at Washington, D. C., before Examiner Cheseldine. 
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d and g; locations and encourage storage at rates made only on the 
lating 7 PROTEST STORAGE CHARGES theory of the low ee of the commodity and disregarding such 
a/c The Trafic World Washington Bureau things as fire hazard.” 
> statin An attempt by railroads serving New York, Philadelphia, With regard to objections by the peat moss interests the 
_ facili. Baltimore, and Norfolk to increase materially their pier storage answer says it is not reasonable to expect the carriers to fur- 
—) of harges at the ports other than New York and their in-transit nish extended free storage merely because shippers do not 
a eaaae charges at that port, attributed by some shippers to have a ready market and are therefore unable immediately to 
its inves. a recommendation in the examiners’ proposed report in Ex handle their goods. 
endea’ parte No. 104, part 6, practices of carriers, has brought @ con- In respect of the protest of the Baltimore Association of 
B matter siderable volume of protest and demand for suspension of Commerce, the railroads say that that proetstant realizes that 
] tariffs dated to become effective June 1. The increased charges’ they could not be asked to devote their property to the accom- 
wh would apply on westbound traffic, mostly imported, although the modation of traffic without compensation but proceeds to argue 
_ rates would be effective on coastwise inbound traffic. that in view of the individual, unfavorable water terminal situa- 
“a to Requests for suspension of the tariffs have been received tion at Baltimore as compared with other ports, the Commis- 
shee al by the Commission from, among others, the Trenton, N. J., sion should not permit as high a basis in Baltimore as the 
mad > Chamber of Commerce for the United Clay Miners’ Corporation; carriers are putting jin at New York. 
but od Port of Philadelphia Ocean Traffic Bureau and the Philadelphia In other words,” says the answer, “they revert to the argu- 
seal Bourse; Armstrong Cork Co., Lancaster, Pa.; Moore & Minger, ment that Baltimore should be treated on a basis different than 
-h pee New York, on behalf of importers of ball clay; Charles Donley, at the other ports because of its disadvantages, and that the 
- Pittsburgh, Pa.; John W. Higman & Co., New York; Akins & Commission should recognize the disadvantages of Baltimore 
all ang fm Co» New York; Baltimore Association of Commerce; Interna- and give it advantages. The reasoning seems to be that only 
ation fmm tional Paper Co., against increased charges at Norfolk, Va.; such charges are lawful as will give Baltimore an advantage.” 
aid he National Association of Waste Material Dealers, Inc., Peat Moss The trunk line answer says that the carriers for several 
Jommis Sales Corporation, and Allied Asphalt and Mineral Corporation. years have investigated warehouse and storage charges at north 
nsports Free time is proposed to be materially reduced, rates are Atlantic ports and as a result thereof have proposed the new 
Com. marked for heavy increases and no provision is made for initial schedule of storage charges which they believe represents a 
n order storage of less than one month. The basic charge is increased reasonable basis for the service. The action they have taken, 
OTS are from 2.5 cents to 5 cents for the first thirty days or any fraction it is asserted, is also in accordance with the suggestion in the 


L 


thereof, except on woodpulp and crude rubber, after five days 
of free time. For each fifteen days or any fraction thereof, the 
new rate is 1.5 cents. These are to be the charges on traffic 
with a minimum weight in the official classification of 24,000 
pounds or higher. 


report of the examiners in Ex Parte No. 104. 


COMMISSION SALARIES 


Salaries paid by the Commission of $5,000 and over are re- 


lahoma, On traffic having a minimum of less than 24,000 pounds, the vealed in a report made to the Senate in response to a resolu- 
nsas in initial charge for the first thirty days or fraction thereof is to tion calling for such information from government departments. 
natural HF be 8 cents and 3 cents for each fifteen days or fraction thereof The report, as required by the resolution, also reviews the 
Another after the first thirty days, storage to begin after five days of matters that are dealt with by the Commission. 
lent Or free time. The charges for the initial thirty days’ storage is The information as to salaries paid is based on the basic 
means to include the cost of handling into and out of storage. Fifteen annual rate of compensation in each instance from which at 
r shall days of free time are allowed at present on import traffic. For the present 15 per cent is being deducted in all instances and 
fiidavit Ri} the initial ten-day storage at Baltimore at present the charge from which other deductions may have been and may be made 
aa is only one cent a hundred or twenty cents a ton. The new - account . —— The names a Ra employes and their 
initial charges are to be 5 and 8 cents for the initial thirty days basic “normal” salaries are given as follows: 
1 state of ga George B. McGinty, secretary, $9,000; T. A. Gillis, assistant 
art of The Baltimore Association of Commerce protest and re- secretary, $5,200; J. B. Switzer, chief clerk and personnel officer, 
*}- quest for suspension says that the proposed charges are not $5,200. 
a fn based upon any determination by the carriers or the Commis- Bureau of Finance—Oliver E. Sweet, director, $10,000; 
inspec: sion, so far as the petitioner is advised, of the storage costs at Charles V. Burnside, assistant director, $7,500; Shelby S. Rob- 
Baltimore, either actually or in relation to the costs at New erts, assistant director, $6,400; John W. Rawlings, assistant 
— ge — ig Ne es a by a Sa ean oe Haskell - oe ae. a ai 
in Ex Parte No. 104, part 6, in which a proposed report has arles E. Boles, principal examiner, $6,200; Norman B. Haley, 
“pe: recently been issued expressing the conclusion that storage chief of section, $5,000; Thomas F, Sullivan, senior examiner, 
aed and handling charges at New York should cover the costs $5,200; Minor S. Jameson, senior engineer (civil), $5,400; Henry 
‘il bill thereof. It asserts that the proposed charges are excessive C. Howard, senior engineer (mechanical), $5,000; Edward Gray, 
pen 4 for the service performed at Batlimore, especially for storage Senior engineer (civil), $5,000. 
n the for periods of less than thirty days. The association claims Bureau of Formal Cases—Ulysses Butler, chief examiner, 
viding that the proposed charges would subject Baltimore to undue $9,000; C. F. Gerry, assistant chief, $7,500; A. J. Banks, chief, 
prejudice and disadvantage and would result in substantial shortened procedure docket, $5,600; E. C. Norris, chief, review- 
diversions of traffic from Baltimore, which port, it is pointed ing section, $5,600; F. H. Barclay, chief, reviewing section, 
out, is almost entirely dependent upon railroad-owned or con- $7,500; head examiners—W. A. Disque, $7,500; A. R. Mackley, 
trolled terminals and upon pier storage at such terminals, to the $7,500; L. J. Flynn, $6,500; Howard Hosmer, $6,500; J. H. Howell, 
ceed: north Atlantic ports of New York, Philadelphia and Norfolk, $6,500; G. H. Mattingly, $6,500; F. E. Mullen, $6,500; R. N. 
North among others, “which, because of the fact that extensive inde- Trezise, $6,500; principal examiners—J. McChord, $6,400; P. O. 
fusal pendent and unregulated terminals are located at such ports, Carter, $6,000; J. E. Smith, $6,000; H. W. Archer, $5,800; H. C. 
e 103 possess superior advantages to Baltimore in their ability to Faul, $5,800; H. Fleming, $5,800; E. J. Hoy, $5,800; W. J. Koebel, 
state attract waterborne traffic; and would also cause diversion to $5,800; W. M. Steer, $5,800; C. E. Stiles, $5,800; E. H. Waters, 
those Canadian ports and Gulf ports which are keen competitors of $5,800; A. S. Worthington, $5,800; H. B. Armes, $5,600; C. M. 
nable Baltimore.” Bardwell, $5,600; G. M. Curtis, $5,600; B. Fuller, $5,600; G. J. 
and ; The National Association of Waste Material Dealers, Inc., Hall, $5,600; I. L. Koch, $5,600; J. P. McGrath, $5,600; O. L. 
nter- points out that the proposed charges would be approximately Mohundro, $5,600 T. E. Pyne, $5,600; R. L. Shanafelt, $5,600; 
ason- the average charge that would be assessed by independent R. Stough, $5,600; F. M. Weaver, $5,600; M. Witters, $5,600; 
e. warehouses if they would accept waste paper and rags for stor- senior examiners—A. G. Hagerty, $5,400; Claude A. Rice, $5,400; 
sur: age. The association said that the private warehouse did not OC. W. Berry, $5,000; W. M. C. Cheseldine, $5,000; D. T. Copen- 
, for handle waste paper at all. It suggests in view of the fact that hafer, $5,000; H. G. Cummings, $5,000; C. W. Griffin, $5,000; 
. 12; the private warehouses do not handle paper and rags, referring W. A. Hill, $5,000; F. L. Sharp, $5,000; R. G. Taylor, $5,000; 
e of of the matter back to the railroads might cause them to con- L. Way, $5,000; A. C. Wilkins, $5,000. 
fore sent to an amending of the protested tariffs to the extent of Bureau of Informal Cases—Arja Morgan, chief of bureau, 
affic making an exception of paper and rags and allow a continuance $6,500. 
ash- of their handling through the railroad houses at the present Bureau of Inquiry—William H. Bonneville, director, $7,000; 
Sur charges. Edgar M. Ebert, assistant director, $5,600; Z. W. Scott, principal 
ota, The Trunk Line Association, in answer to the protest of attorney, $5,600. 
iner the National Association of Waste Material Dealers, says that Bureau of Law—Daniel Knowlton, chief counsel, $10,000; J. 
the the argument made by that association justifies the imposition Stanley Payne, senior assistant chief counsel, $7,000; Edward 
ton, of the proposed charges. M. Reidy, junior assistant chief counsel, $6,500; Thomas Nel- 
on “Because of the unattractiveness of the business and the’ son, principal attorney, $5,800; Harry L. Underwood, principal 
ear fire hazard,” says the answer, “the waste merchants take the attorney, $5,800. 


ine. 








Position that the railroads should provide facilities at expensive 





Bureau of Service—W. P. Bartel, director, $9,000; Harvey 
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Boltwood, assistant director, $6,000; E. H. DeGroot, 
assistant director, $6,400; John L. Rogers, examiner, $5,600. 

Bureau of Statistics—M. O. Lorenz, director, $9,000; C. S. 
Morgan, economist, $5,600; B. T. Elmore, statistical analyst, 
$5,400. : 

Bureau of Traffic—W. V. Hardie, director, $10,000; W. N. 
Brown, assistant director, $6,500; L..C. Nelson, assistant to 
director, $5,600; section of tariffs, G. M. Crosland, assistant 
director and chief of section of tariffs, $6,500; fourth section 
board, R. V. Pitt, assistant director and chairman fourth section 
board, $6,500; C. G. Jensen, Jr., assistant to director in charge 
of classification matters, $5,600; W. A. Powers, chairman of 
board of suspension, $5,600. 

Bureau of Valuation—E. I. Lewis, director, $10,000; 

A. B. Manly, supervisor of land appraisals, $9,000; C. W. 
Needham, general solicitor, $9,000; M. A. Pattison, chief valua- 
tion examiner, $9,000; C. H. Spencer, supervising engineer, 
$9,000; H. D. Folsom, assistant chief valuation examiner, $6,500; 
L. Hood, assistant supervising engineer, $6,500; T. M. Ross, as- 
sistant general solicitor, $7,000; J. W. Waller, assistant super- 
visor of land appraisals, $6,500; F. B. Bell, principal attorney, 
$6,400; L. F. Bessey, principal engineer (civil), $5,600; A. W. 
Booth, principal examiner, $5,600; R. T. Boyden, principal ex- 
aminer, $5,600; M. H. Brinkley, principal examiner, $6,000; 
P. A. Conway, principal examiner, $5,600; G. S. Doug- 
lass, principal engineer (civil), $5,600; C. O. Fowler, princi- 
pal examiner, $6,400; R. E. Freer, principal attorney, $5,600; 
W. L. Fulton, principal examiner, $6,000; R. W. Gray, principal 
engineer (telegraph and telephone), $6,000; G. E. Halderman, 
principal attorney, $6,200; J. E. Hansbury, principal engineer 
(civil), $5,600; L. B. Harrison, principal attorney, $5,600 E. D. 
Hays, principal attorney, $6,200; Elmer D. Hays, principal exam- 
iner, $5,800; C. A. Hoglund, principal engineer (civil), $5,600; 
R. H. Jewell, principal attorney, $5,600; J. P. Kelley, principal 
examiner, $6,000; C. I. Kephart, principal examiner, $6,400; H. H. 
Kirby, principal attorney, $5,600; A. A. McEntee, principal engi- 
neer (civil), $5,600; W. M. O’Loughlin, principal engineer (sig- 
nal), $6,000; C. H. Quimby, Jr., principal examiner, $5,800; F. A. 
Rasch, principal examiner, $6,000; F. B. Scheetz, principal engi- 
neer (structural), $6,000; U. C. Stover, principal attorney, $5,600; 
G. L. Swink, principal attorney, $5,600; J. R. Thompson, princi- 
pal engineer (mechanical), $6,000; J. V. Walsh, principal 
examiner, $5,600; T. D. Walton, principal examiner, $6,000; 
F. W. McM. Woodrow, principal examiner, $6,400; L. H. Allen, 
senior engineer (civil), $5,000; F. W. Amadon, senior engineer 
(civil), $5,000; M. J. Cairns, senior engineer (mechanical), $5,000; 
J. E. Gassin, senior engineer (structural), $5,000; C. H. Johnston, 
senior examiner, $5,000; R. A. Porterfield, senior engineer (civil), 
$5,000; R. W. Shields, senior engineer (civil), $5,000; A. H. Worley, 
senior engineer (structural), $5,000; J. M. Willey, supervisor of 
accounts, $9,000; R. A. Lacey, assistant supervisor of accounts, 
$6,500; W. F. Engel, chief accountant and auditor, $6,000; W. J. 
Norfleet, chief accountant and auditor, $5,600; L. L. Powers, 
chief accountant and auditor, $5,600; J. H. Underwood, chief 
accountant and auditor, $6,000; W. O. Mitchell, chief accountant 
and auditor, $5,000; A. H. Morrow, senior clerk, $5,000; L. 
Thornton, chief accountant and auditor, $5,000; H. C. Geisler, 
senior land appraiser, $5,400; J. F. Sandford, senior land ap- 
praiser, $5,000; D. W. Sweet, traveling field instructor, $5,400. 

Bureau of Accounts—Alexander Wylie, director, $9,000; Frank 
S. Fowler, assistant director, $6,500; Fred A. Barnes, assistant 
director, $6,500; Francis H. McAdams, assistant director, $6,500; 
Andrew M. Bunten, chief, depreciation section, $6,500; Will H. 
Carleton, field supervisor of accounts, $6,500; Albert K. Goebel, 
principal accountant, $5,600; Bertram Reeder, $5,600; Leroy S. 
Price, Jr., $5,600; Edward D. Myers, $5,000; Clyffe D. Crandall, 
principal accountant, $5,600; Hunter P. Dykes, $5,600; Bert H. 
Wise, $5,600; Maurice J. McCarthy, $5,000; Calvin H. Ziegler, 
$5,000; Carl M. Rice, $5,000; Hugh P. Wetherbee, examiner in 
charge, $5,400; Paul H. Lawrence, $5,400; Herbert L. Wick, 
$5,400; Arthur N. Bean, $5,400; John B. Bain, $5,400; A. H. 
Shields, Jr., $5,400; George W. Vale, $5,400. 

Bureau of Locomotive Inspection—A. G. Pack, chief inspec- 
tor, $7,500; J. M. Hall, assistant chief inspector, $6,000; J. A. 
Shirley, assistant chief inspector, $6,000; J. G. Adair, senior 
mechanical engineer, $5,200. 

Bureau of Safety—W. P. Borland, director, $7,500; W. J. 
Patterson, assistant director, $6,000; S. N. Mills, assistant di- 
rector, $6,000; M. C. List, attorney, $5,200. 


FLOYDADA GATEWAY CLOSING 
Charles H. Sommer, president of the Quanah, Acme & 
Pacific, has asked the Commission to suspend supplements to 
six Toll tariffs, dated to become effective May 16, canceling 
joint rates applicable via the Floydada, Tex., connection with 
the Panhandle & Santa Fe. In his request for suspension he 
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said that the federal court at Amarillo, Tex., on May 15, » 
joined the Panhandle & Santa Fe’s enforcement of the taritis 

The Commission, by division 2, refused to suspend canes, 
lation tariffs dated to be effective as early as May 8. So far ag 
the Commission is concerned the tariffs in question are jj in 
effect and the Floydada gateway is closed to traffic hayip 
origin or destination more than about 150 miles east of ty 
eastern terminus of the short line, which is about 40 mij, 
long. The short line alleges that cancellation of the tariffs 
will have a serious effect upon its intermediate-line traffic 
and make it impossible for it to maintain its expedited servic 
By closing the Floydada gateway the carriers in the routes to 
which the Quanah, Acme & Pacific is not a party will obtaiy 
longer hauls. 


ALLLEGHANY CORPORATION STOCK 


The inquiry of the Senate banking and currency committe 
into operations of the private firm of J. P. Morgan & Co. this 
week revealed that the Alleghany Corporation, one of the Vay 
Sweringen holding companies, sold to the Morgan Company 
1,250,000 shares of the common stock of the Alleghany (Co. 
poration at $20 a share, February 1, 1929. In the next fifteey 
days the Morgan Company sold these shares at $20 a share ty 
a list of its clients, including, among others, William H. Woodin, 
now Secretary of the Treasury; William Gibbs McAdoo, now 
United States Senator from California; General Pershing; Colo. 
nel Charles A, Lindbergh; Owen D. Young; Newton D. Baker; 
and Alfred P. Sloan. At the time the stock was sold to the 
Morgan clients at $20 a shart, the ‘stock was selling in the 
open market at from $31 to $35 a share. 


PARCEL POST INDEMNITY CLAIMS 


C. B. Eilenberger, third assistant postmaster general, has 
issued the following notite to postmasters: 


The regular appropriation from which indemnity is payable, cov- 
ering domestic insured and c. o. d. parcels mailed during the fiscal 
year 1931, will expire on June 30, 1933, and after that date such in- 
demnity claims may not be paid until a special appropriation there- 
for is made by Congress. Postmasters who pay indemnity claims 
chargeable to lapsed appropriations will have such credits eliminated 
from their accounts. 


In order that as many as possible of the outstanding claims cov- 
ering insured c. o. d. parcels mailed during the fiscal year mentioned 
may be paid or otherwise adjusted before the expiration of the in- 
demnity appropriation from which they may be paid, postmasters 
should give such claims their immediate and preferred attention with 
a view to having the claim papers completed and transmitted to the 
— paying offices for review and adjustment prior to June 30, 

Postmasters at central accounting offices should refrain from pay- 
ing, on and after July 1, 1933, any indemnity claim chargeable to the 
fiscal year 1931, and on and after that date will make appropriate 
record thereof and forward the claim papers to the Third Assistant 
Postmaster General, Division of Registered Mails, with an appropriate 
letter of transmittal stating the reason for such action, where they 
will be listed, if ready for payment after that date, for certification 
je the — Accounting Office and subsequent action of Congress 
after audit. 


When the necessary appropriation is available to permit the pay- 
ment of these claims or when they are otherwise adjusted by the 
department, the central accounting postmasters from whom they 
were received will be advised of the action taken in order that they 
may properly complete their records of the claims. 





FREIGHT COMMODITY STATISTICS 


Statistics of revenue freight originated and revenue freight 
carried by Class I railroads in the fourth quarter of 1932 and 
compared with the corresponding period of 1931, compiled by 
the Bureau of Statistics of the Commission, follow: 


TONS ORIGINATED 


Decrease 
1932 under 
1932 1931 
25,549,700 28,544,659 
4,775,593 5,905,246 


Commodity group 
Products of agriculture 
Animals and products 
Products of mines 107,872,058 117,306,350 
Products of forests 6,205,882 8,122,047 
Manufactures and miscellaneous. 32,667,671 42,843,101 
All L. C. L. freight 3,645,992 5,088,815 


180,716,896 207,810,218 
TONS CARRIED 


10,175,430 
1,442,823 


27,093,322 


Decrease 
1932 under 

1932 1931 
44,352,298 6,527,768 
9,072,195 
188,218,178 
12,164,803 
63,218,350 
6,894,163 


1931 
50,880,066 


Commodity group 
Products of agriculture 
Animals and products ... 
Products of mines 
Products of forests 
Manufactures and miscellaneous. 
All L. C. L. freight 


203,367,313 
16,392,442 
82,862,294 

9,319,507 


373,438,205 


15,149,135 
4,227,639 
19,643,944 
2,425,344 


49,518,218 


323,919,987 


10,616,583 1,544,388 ' 
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HEARINGS OUTSIDE OF WASHINGTON 


The Traffic World Washington Bureau 


The Commission’s division of dockets this week began mak- 
ing assignments of cases for hearing by examiners in places 
outside of Washington, beginning in the first week of July and 
extending to the first week of October. In all about 400 cases 
will be assigned. They will occupy the time of examiners 
until late in the fall. The assignments are being made now 
on account of the fact that after July 1 the Commission will 
have an appropriation from which it can pay the travel and 
subsistence expenses of its examiners. 

Assignments outside of Washington were discontinued soon 
after the beginning of 1933 on account of the lack of money, 
the appropriation for the Commission in the fiscal year that 
will end on June 30 having been materially reduced. Examiners 
Mackley and Hall who conducted the Chicago hearing in No. 
17000, part 7, Hoch-Smith grain, were about the last examiners 
to come in off the road in this fiscal year. 

The present assignments are being made without regard 
to the possibility of the appropriation for the general expenses 
of the Commission being inflated by $150,000, by a Senate amend- 
ment to the independent offices appropriation bill for the de- 
clared purpose of enabling the Commission to send out exam- 
iners to hold hearings in the field. 

Senators and representatives have been receiving letters 
from their constituents asking them to increase the Commis- 
sion’s appropriation so that it can hold hearings outside of 
Washington. In a letter to Representative Jacobsen and Senator 
Murphy, of Iowa, H. F. Sundberg, manager of the traffic bureau 
of the Cedar Rapids Chamber of Commerce, pointed out that 
hearings at the places of business of complainants were often 
the only way that the smaller business units of the country 
could hope to obtain rate adjustments that would give equality 
in contests about rates with their larger competitors and that 
if all hearings had to be held in Washington the smaller ship- 
pers could not stand the expense of them. He pointed out 
that railroad lawyers, who traveled on free _ transportation 
passes, could require complainants to go to Washington in all 
formal complaint cases by refusing to assent to having cases 
tried on the shortened procedure docket. 

‘It is unfair,” wrote Mr. Sundberg, “to penalize the smaller 
shippers, whose business success may be dependent on indi- 
vidual freight rate adjustments, merely to save the government 
a relatively smaller amount of operating expenses.” 





COMMISSION PROCEDURE 


(By B. H. Meyer, member of the Interstate Commerce Commission) 


In what I am about to say I have reference exclusively to 
procedure leading up to the issue of the original or first order 
in a case. For the present, at least, I am neither suggesting 
nor discussing possible or desirable changes in procedure relat- 
ing to cases before us after an order has been issued. Further- 
more, I am speaking only for myself, not for the Commission. 

During the last five years the number of cases handled 
under the shortened procedure has swung around 35 per cent of 
the total of formal proceedings brought. Of the total number 
suggested for handling under the shortened procedure by our 
chief examiner during that same period, about 40 per cent were 
rejected by the parties. Approximately 12 per cent of the re- 
jected cases were eliminated by objections from complainants, 
and about 88 per cent by objections from defendants. In other 
words, the Commission was compelled to resort to oral hearing 
in 40 per cent of this class of cases when in the judgment of 
the Chief Examiner and his assistants such hearing was not 
necessary. This is a partial illustration of the extent to which 
Commission procedure is in the hands of the parties, In a very 
real sense the length of time consumed in all cases which are 
heard orally is controlled by the parties. Of course, I am not 
forgetting rules of practice and established methods of conduct- 
ing hearings. The exchange of exhibits before the hearing and 
the exchange of prepared statements has been a wonderful 
help in certain cases. Helps of this character depend chiefly 
upon the good will and co-operative spirit of the parties, although 
under some circumstances, the best intentions make such prac- 
tice difficult because of the character of the case and the work 
to be done by the witnesses and counsel. Sometimes there enters 
into a proceeding what has been termed “the problem of the 
20th man.” By this is meant that 19 men are prepared to co- 
operate with the view of saving time, trouble and money, while 
one man—“the 20th”—for one reason or pretense or another, 
refuses and thereby defeats the laudable purposes of the 19. 

“ Perhaps this is a long preface to the simple statement that 

€ Commission is powerless to control oral hearings to the 

pose od Leena by the public interest, especially under present 
ns, 


With respect to subjects like car service, authority to issue 
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securities, authority to serve as directors, and other items, it is 
discretionary with the Commission whether or not to hold oral 
hearings, or the extent to which the oral hearings, if held, shall 
be carried. In only a small proportion of cases falling into these 
classes are oral hearings held. Occasionally an application is 
presented which requires an oral hearing and we proceed to hold 
it. As every practitioner knows, in complaint cases alleging 
violations of the interstate commerce act in which ordinarily 
an oral hearing is demanded, the Commissioners or the Exam- 
iners must sit and listen until the last man has said the last 
word even though the proceeding is watched with eagle eyes. 
Witnesses are heard to any reasonable extent desired by the 
interested parties and deemed necessary by them or thier coun- 
sel. And after all, to give every man his day in court has been 
one of the most valuable features connected with Commission 
procedure. However, in my view the time has come when in 
the public interest this laudable practice should be modified 
and completely controlled by the Commission. It can not do 
so under existing law. To curtail the evidence offered, asserted 
by witness and counsel to be material, might give rise to allega- 
tions that the parties thus curtailed had been denied the full 
hearing to which they are entitled under the law. No gains 
can be made in that way. 

The Commission should be empowered to say what kind of 
procedure shall be followed with reference to each particular 
complaint. The Commission should decide, and not some at- 
torney, perhaps the “twentieth,” whether a case shall be handled 
under the shortened procedure, under the customary formall 
procedure, or whether an order shall be issued without any kind 
of an oral hearing. Nobody will be denied his day in court. 
His day may come at a different stage in the proceeding; or, he 
may not desire a day at all. Constitutional lawyers may’ sug- 
gest that Congress has not the power to grant us such authority. 
The Supreme Court will decide that if the question should ever 
be presented to it. I would like to have the opportunity to 
exercise the authority. When the shortened procedure was 
started, certain counsel, actuated by a worthy desire to be 
helpful, enumerated more than 57 varieties of difficulties, not 
one of which developed in experience. In fact, there have been 
no difficulties of consequence. 


If the Commission, rather than the parties, can determine 
which procedure is best fitted to a particular case, it will be 
possible for us to dispose of the great majority of our cases 
in much less time than is now possible under the most favor- 
able circumstances and at a greatly reduced cost to all con- 
cerned, There is no reason why all complaints and answers 
should not be made as full and complete with respect to the 
issues as the memorandums of the parties are supposed to be 
in shortened procedure cases. Members of our staff could care- 
fully study the issues as presented by the pleadings and in 
proper cases we could announce that evidence would be received, 
either under the shortened procedure or at an oral hearing, with 
respect to certain specified points only because an examination 
of the pleadings supplemented by facts secured from our own 
records suggest definite disposition of all the other points. In 
other cases an unrestricted oral hearing might be necessary. 
With the scope of the issues accurately defined, the presiding 
officer could reasonably determine when the taking of testimony 
should cease. Under the present rules and statutory provisions 
it is ordinarily difficult to accomplish much in the direction of 
limiting the number of witnesses or the sweep of the discussion 
indulged in by them. An argument regarding relevancy while 
the hearing is in progress frequently is much more expensive 
than uninterrupted presentation of debatable material. If Con- 
gress should grant us the statutory power to restrict hearings 
we can close them whenever we think we have heard all that 
will be necessary and helpful in the disposition of the case. 

It may be that there are other things to be done in connec- 
tion with procedure, For instance, the proposed report was a 
useful innovation when it was first introduced in 1916. It was 
not adopted as a step in our regular procedure until after much 
discussion and consideration. It has worked well. It seems 
to be quite indispensable in many cases, but it has increased 
materially the length of time required before reaching a final 
decision. It may be that the general use of the proposed report 
should be abandoned in the interest of expedition and that it 
should be resorted to only in particular cases. 

As a matter of information, perhaps, I should add that the 
idea of issuing orders without a prior oral hearing or after a 
restricted hearing has been in my mind for many years. My 
experiences have kept it there. I can think of nothing that 
would aid the Commission more in the dispatch of its business 
than the grant of authority to determine the procedure in each 
case and, in proper cases, to issue orders without hearing. 

The following is what I said on the subject in an address 
delivered at the opening of the annual convention of Railroad 
and Public Utility Commissioners in October, 1916: 


Again, if we look at the methods of procedure under regulating 
statutes before commissions, may we not find things there which re- 
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quire modification? Let me give one illustration. Men who hear 
testimony and arguments on the issues in rate questions as they pass 
before them in constant procession, year after year, become so fa- 
miliar with such issues that after complaint and answers have been 
filled it is quite possible to outline in a general way, in advance of 
a hearing, the character of the testimony which will probably be 
submitted. In proceedings in which such is the case, why should it 
be necessary to continue to hold formal hearings, file briefs, deliver 
arguments, and prepare formal reports before an order can be issued? 
Why should not the law permit the issuance of orders without a pre- 
vious hearing, within the discretion of the Commission, either upon 
complaint or upon its own initiative? I am suggesting nothing arbi- 
trary. I do not intimate that anybody, shipper or carrier, shall be 
denied a full hearing. An order issued without a previous hearing 
should recite the supporting and justifying reasons in such detail 
that the interested parties may know upon what state of fact or 
assumed fact the order was issued; and then, if after the issuance 
of the order either party takes exception to the whole or a part of 
such order, a hearing might be requested and the issues tried out in 
the same manner that they are now being tried. I believe that in 
this way a great deal of time and money could be saved, alike to 
the shippers and to the railroads. 


REGULATION EQUALIZATION 


Editor The Traffic World: 

Mr. Henry Palmer, in his editorial on page 908, May 13, 
Traffic World, headed “Regulation Equalization,” has promul- 
gated the most clear cut statement that has been made, and I 
think he is right. 

The railroads have not put out any definite statements, or, at 
least, if they have done so, I have not seen them, neither have I 
heard them. 

The politicians never have put any practical workable ideas 
into the various transportation laws and, judging by past per- 
formance, they never will do so, and I personally do not believe 
that the people of the United States are yet ready for “Stalinism” 
or “Mussolinism”—not yet “Hitlerism,” but that is the way we 
are drifting and “drifting” is the right word, and I’d like to bet 
a new hat with anyone that, if we do arrive at such a pitiful 
ending of our Democracy, there will be a lot of people darn sorry 
for it. 

Denver, Colo., May 18, 1933. 


COMMISSION HEARINGS 


Editor The Traffic World: 

The writer, a reader of The Traffic World for twenty odd 
years, has always read your editorials with a great deal of 
interest. While I have not always been able to agree with your 
views, I have refrained, up to this time, from taking issue or 
commenting on your expressed views, primarily because I feared 
I might be charged with seeking publicity in the columns of 
your publication. 

Your comment under the heading, “A Cut for the Commis- 
sion” appearing on page 908 of the May 13 issue, prompts me to 
depart from the policy of silence to take issue with your views. 

In the first place, you apparently have overlooked the salient 
fact that, except in the more important general cases, the Com- 
mission does not hear evidence, but rather assigns examiners to 
hear the evidence and make a tentative report. Surely you 
would not advocate the elimination of the examiners and placing 
the burden upon the Commission of hearing the evidence in all 
the cases brought before it. In the second place, you do not 
seem to have a proper appreciation of the functions of govern- 
ment and particularly the functions of the Commission as an 
agency of Congress. You proceed on the theory that the elimina- 
tion of the appropriation for the Commission which would enable 
it to continue sending examiners throughout the country for the 
convenience of shippers would result in eliminating most of the 
litigation. You are probably right. It would also reduce the 
administration of the act to a point where it could truly be said 
that the gates of justice would be open only to the more powerful 
shippers, and that, so far ag the small shippers located, in some 
cases, 3,000 miles from our seat of government are concerned, 
the act might as well be canceled, because this shipper could not 
leave his business to spend a week or ten days in making a trip 
to Washington. . 

There is another angle which deserves careful consideration. 
If our government is to remain intact with its seat at a point 
remote from the vast section of our country west of the Missis- 
sippi River, certainly the government must function in a man- 
ner which will be as convenient as is practicable for the people 
living west of the Mississippi as circumstances will permit. 

Eliminate the present practice of the Commission in send- 
ing examiners throughout the country to take testimony and 
there will immediately arise a widespread demand on the part 
of shippers west of the Mississippi River for the removal of 
the Commission’s offices from Washington to St. Louis, or for 
the open‘ng of another office in St. Louis, or perhaps Kansas 
City, where the Commission would sit for part of the year and 
sit the reminder of the year in Washington, perhaps alternat- 
ing one month in Washington and another month at Kansas City 
or St. Louis. 


R. Flickinger. 
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If your theory be adopted, the shippers may go to Wash. 
ington, but it will not be for the purpose of giving evidence to 
the Commission, but to demand the establishment of a branch 
the Commission or the removal of the Commission’s office to, 
more central location. 

J. K. Moore, 
Commerce Counsel and Attorney, 
Oklahoma City, Okla., May 20, 1933. 


WESTERN TRAFFIC CONFERENCE 


With a registration of 45 delegates from Los Angeles, Ogi. 
land, San Francisco, San Diego, Seattle, Tacoma, and Portlang 
the Western Traffic Conference, an affiliation of traffic grou, 
of retail organizations of the Pacific Coast, met in Los Angele; 
May 16-18. National transportation problems, reductions in rajj 
charges and landed costs, and matters of internal policy wer 
discussed at round table and general meetings. Consideratig, 
also centered around packing materials and methods of packing 
the devising and promotion of kraft paper containers, and the 
elimination of cellophane from packages in order to reduce 
package costs to the manufacturer and retailer. Forwarding 
consolidation, pooling arrangements, routing and rate checking 
were informally discussed. 

Resolutions designed to bring about rate adjustments were 
adopted and there were many. Sessions were closed to all but 
traffic representatives and the transportation class of the Uni. 
versity of Southern California, downtown branch, where open. 
ing discussions were held. Later meetings were transferred to 
the Hotel Alexandria. 

Following an address by S. L. Bernstein on the Pullman sur. 
charge, the only scheduled speech on the program, the conference 
adopted a resolution petitioning rail lines of the west to cancel 
the surcharge and recommending that copies of the petition be 
sent to all Pacific Coast store heads, to chambers of commerce 
on the West coast, and to Pacific coast senators in Washington 
urging that they intercede for the cancellation of the surcharge, 
Mr. Bernstein represents the Far Western Travellers’ Associa- 
tion. 


Other resolutions adopted were as follows: 


That the Western Traffic Conference petition the officials 
of the Railway Express Agency to revamp their application to the 
Commission in connection with the aggregate rule II of the 
Official Express Classification so that the discriminatory features 
of this ruling may be eliminated. The conference went on 
record as offering its services to bring about the desired changes. 

That the conference request the Intercoastal Conference to 
make rates so that they will include the cost of marine insurance. 
In this connection also the conference resolved that all ship- 
pers and shipping organizations be requested to show shipping 
weights on all shipping documents and invoices. These resolu- 
tions followed lengthy round-table discussions led by Paul S. 
Riley, secretary of the Association, and Fred Jeckel, traffic man- 
ager, Sears-Roebuck Company, Los Angeles. Mr. Riley is asso- 
ciated with Raphael Weill and Company, San Francisco. 

In a discussion of traffic problems, the conference resolved 
that the Intercoastal Conference be requested to furnish shippers 
with free copies of their rate lists, and that efforts be made 
to effect such distribution. 

In line with the general trend of opinion at the conference 
that rate adjustments be made by eastern and western lines 
concurrently, the conference adopted a resolution requesting 
rail lines in C. F. A. Territory to make rate changes effective 
at the same time as western trunk lines. 

A special committee was appointed to devise the best means 
of fully utilizing the benefits to be derived from application of 
Rule 10, Consolidated Classification. 

The kraft box committee advised that in the last year, 
through intensive effort, there had been shown an increased use 
of the kraft paper type of shipping container, and that a survey 
made by the committee showed a small percentage of domestic 
shipments by express using other types of containers. It was 
recommended that the field for the use of the kraft paper col- 
tainers be enlarged and that particular attention be given to 
import shipments from warehouses, 

With the idea of reducing shipping costs as well as operat- 
ing costs in the marking room, the conference went on record 
in favor of discontinuing the practice of cellophane wrapping of 
merchandise, The use of cellophane, it was stated, meant addi- 
tional expense on the part of the manufacturer and buyer and 
required a longer time in checking and marking packages. Decl 
sion was reached to take individual action on this point to the 
end that the use of cellophane be abandoned. 

Another development in the packing and shipping of mer 
chandise revolved about hosiery and sweaters, the conference 
recommending that these commodities and like articles be 
shipped in larger packages, at least six to the box. This, it was 
felt, would cut the cost of packaging to the manufacturer and the 
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cost of shipments to the store, in addition to facilitating mark- 
ing. A further reduction in the cost of packing and shipping, 
as Well as marking, it was decided, could be effected by placing 
hosiery in boxes all in the same position rather than in alternate 
positions, as at present. Items such as men’s underwear, shirts, 
and drawers in sets, it was recommended, be packed with neck 
pands and waist bands together, also to facilitate marking. 

Announced on the program, but not discussed, was the sub- 
ect “Breakage on Direct Importations of Chinaware,” also an 
arrangement of toy consolidation for the current year. For the 
jatter a special committee is to be appointed by the new officers 
for a study of the toy situation. 

Fred W. Ashton, traffic manager of Bullock’s Downtown 
Store, was elected president to succeed Charles G. Gant of The 
MacDougal Southwick Co., Seattle. Mr. Ashton had served as 
yice-president. Others elected were: Rae H. Massey, vice-presi- 
dent, traffic manager, Frederick and Nelson, Seattle, and Paul 
S, Riley of Raphael Weill and Company, San Francisco, secre- 


ary. 
Seattle was named for the next convention of the Confer- 
ence, May 16, 17 and 18, 1934. 


NEW TYPE OF RAIL TRAIN 


Borrowing ideas from its younger competitors for the favor 
of the traveler—the airplane and the automobile—a radically 
new type of rail passenger train will be constructed by the 
Union Pacific, according to an announcement this week. The 
executive committee of the railroad has authorized the imme- 
diate placement of an order for construction of a high-speed, 
light-weight, fully stream-lined train that is expected to demon- 
strate the ability of the railroads to give the traveling public 
what it wants in surer fashion than any of its rivals. The 
new train is the result of a conviction on the part of the man- 
agement of the Union Pacific that a radically different kind 
of passenger equipment is necessary to enable the railroads to 
remain in the passenger business on a profitable basis. Re- 
search preliminary to designing of the train was conducted 
by E. E. Adams, vice president of engineering of the Union 
Pacific. 


The first “demonstration” train will consist of three cars 
articulated in such a way that a single truck rides under the 
joint of each two cars. It will be stream-lined to a degree not 
before attempted with any rail train in this country or in 
Europe, according to the announcement; it will be completely 
air-conditioned, and will have a maximum speed of 110 miles 
an hour. It will be capable of a sustained speed of 90 miles 
an hour on straight, level track. 

Either aluminum alloys or stainless steel will be used in 
its construction, giving maximum strength with light weight. 
It is pointed out that the ordinary passenger train weighs in 
the neighborhood of 1,000 tons. That in itself, it is stated, limits 
the possible speed that can be maintained for scheduled serv- 
ice. The new three-car train will not weigh over 80 tons, 
which is the weight of the ordinary Pullman car. 

Power will be provided by a 600 horsepower internal com- 
bustion engine, using distillate for fuel, coupled to electric 
generator and motors on the wheels of the forward truck. At 
a speed of a hundred miles an hour the power requirement 
will be reduced by more than half as a result of the stream 
lining, as compared to that required to operate a similar train 
of ordinary design. Windows of shatter-proof glass will be 
practically flush with the sides of the cars, and will be sealed. 
Air conditioning will give a comfortable inside temperature, 
summer or winter, with the air cleansed of dirt and dust. The 
Sealed windows, complete stream-lining, heavy body insulation, 
and liberal use of rubber in the trucks will result in a strange 
quietness inside the moving train; it is probable that some type 
of a resilient wheel will be used, it is stated. 

The first car will contain the power unit and a 30-foot 
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railway post office and baggage room. The second is a coach 
seating sixty passengers, and the last is a coach seating fifty- 
six passengers, with a buffet at the rear to serve light meals to 
the passengers in their seats. The seats are said to be the 
most comfortable that modern art can develop and the interior 
decoration will be striking but simple. 

No sleeping accommodations are provided for in this first 
train, but a car with berths has been designed. The train is 
expected to be in service between main line points of the 
Union Pacific in about six months. It is expected to prove its 
adaptability to transcontinental runs. 





PASSENGER POOLING PLAN 


Approval of a pooling arrangement, giving passengers a 
more diversified train service between Chicago and Milwaukee 
and Duluth-Superior, Wisconsin, is sought in formal complaint 
No. 25979 filed with the Commission by the Chicago & North 
Western system and the Soo Line. This is the second step in 
coordination made between these roads this year, according 
to the Chicago & North Western, which adds: 

This pooling will save considerable in operating expense for 
both roads by eliminating the necessity for additional and duplicating 
train service, especially for the summer season. The privilege of 
using either road between these points gives the passenger a wider 
range of service than he has enjoyed heretofor. Passnger revenues 
will be pooled and divided on a percentage basis. 

The application includes passenger traffic between Chicago and 
Milwaukee and the lake region just below Duluth around Hayward, 
Stone Lake and Spooner, Wisconsin. 

As a practical example of what this will mean to the traveler, 
it will be possible for one to take the North Western Line from 
Duluth to Chicago on a round-trip ticket and return by either the 
North Western or the Soo Line depending on which schedule best 
suits one’s needs. The same is true, of course, between Milwaukee 
and Duluth-Superior. 

-The first step in coordination between these two roads will go 
into effect May 29 with the inauguration of the ‘‘Soo Dominion’’ from 
Vancouver. This train, serving the Canadian Rockies region, will 
operate over the Canadian Pacific from Vancouver to Portal, N. D., 
over the Soo Line from there to St. Paul-Minneapolis and over the 
Chicago & North Western Railway between Twin Cities and Chicago. 
The first northbound service on this train leaves Chicago on June 1. 
This arrangement eliminated a usual summer train between Chicago 
and the Twin Cities. 


RATES FOR WORLD’S FAIR 


Excursion rates on a more elaborate and liberal basis than 
ever before known, reaching into every section of the country, 
have been announced by the railroads for A Century of Progress, 
the world’s fair at Chicago. The price variation ranges down- 
ward from the basic fare of 3.6 cents a mile to 1 cent a mile 
for groups and organizations of 200 or more, with special rates 
for parties of almost any size and a wide assortment of limita- 
tions as to time in which the return trip must be made. Though 
railroad passenger traffic officials are unwilling to make a 
guess as to the revenue that will accrue to the railroads as a 
result of Chicago’s invitation to the world, it is the general 
opinion that it will bring a lot of business. 

“We are of the opinion that the railroads are going to get 
most of the business,” said one rail official, “not only because 
of the fare bargains we are offering, but because the information 
coming to us seems to indicate that the public is becoming 
skeptical of the wisdom of putting up with the inconveniences 
of highway congestion.” 

Among the assortment of rail bargains that will be open 
to the public, for the first time in history special rates will be 
available to extremely small groups. An effort has been made 
to put them on a competitive basis with the cost of operating 
an automobile. Not only transportation is being offered by the 
railroad ticket agents, but all-expense tours have been planned 
on a large scale. A large part of the business coming to the 
railroads is expected to be at the 1 cent a mile rate, as party 
and tour organizers are said to be active over the entire coun- 
try. Organizations and individuals, as well as the railroads, 
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are active in the field. Most of the all-expense tours are built 
around the cent-a-mile rate. 

Typical of the rates announced for the country are those 
applicable from Western Passenger Association Territory. They 
start out with season limit fares, good until November 15 for 
the return trip, at one and a half times the one-way rate for 
the round trip. Tickets good for thirty days will be sold at 
a fare and a third for the round trip and sixteen-day limit 
tickets at a fare and a tenth. Week-end fares, on sale on 
Fridays and Saturdays and good until midnight the following 
Tuesday, will cost the fair visitor the price of the one-way 
ticket and twenty-five cents for the round trip. 

One fare will be good for the round trip in parties of three, 
good in coaches only, and a per capita rate of 95 and 85 per 
cent of the one-way fare are available to parties of four and 
five, respectively. From Transcontinental Territory, rates of a 
fare plus fifty cents for the round trip will be available to 
individuals on tickets having a life of twenty-one days in 
addition to the date of sale. Coach fares of as low as $60.50 
for the round trip will be available from the Pacific coast and 
intermediate points. 

Similar rates have been announced by eastern and southern 
lines, the principal differences having to do with limitations as 
to the days on which some of the lower rates are available. 
For instance, the Official Territory lines are offering individual 
fares of one and a half, one and a third, and one and a tenth 
times the one-way fare for the round trip only on Tuesdays 
and Saturdays. ‘ 

Whether they come by ones and two or by hundreds and 
thousands the railroads have rates for them. If they want to 
stay a week or a month, that too is provided for in the many 
pages of special rates that have been compiled. 


MILK RATES REDUCED 


The Traffic World New York Bureau 


Presidents of the eastern railroads, at a meeting in New 
York May 19, agreed to reduce rates on milk shipped into 
metropolitan New York approximately 19 per cent for an experi- 
mental period of one year, effective July 1. No agreement was 
reached as to reductions in passenger fares. The committee 
on public relations of the Eastern Presidents’ Conference made 
public the following statement: 





Representatives of the milk industry and rail carriers in Eastern 
Territory have had a series of conferences over an extended period 
regarding the measure of reduction in the rates on milk necessary 
to retain the movement of that commodity in rail service as against 
competitive transportation agencies. 

The subject was further considered at a meeting of the presi- 
dents of eastern lines, held tocay, when the conditions surrounding 
the transportation of milk in Eastern Territory, with particular ref- 
erence to shipments destined to the New York metropolitan area, 
were fully discussed. 

The representatives of the rail carriers, after a thorough review 
of all the conditions surrounding the handling of this traffic by rail, 
have announced that they are prepared for an experimental period 
of one year from July 1, 1933, to make substantial reductions in the 
rates to points in the New York metropolitan district, which ap- 
proximate an average of 19 per cent. 

Under the new rate basis the existing rates on L. C. L. ship- 
ments of milk in 40-quart cans wiil be reduced 15 per cent, the 
rates on shipments in cans, in carloads, will be made 80 per cent 
of the L. C. L. rates, and rates on milk in tank cars will be 70 per 
cent of the L. C. L. rates on milk in cans. 


The following statement on passenger fare reductions was 
issued: 


The question of passenger fares in Eastern Territory which has 
been the subject of study by traffic executives and passenger traffic 
oflicers under the directions of the presidents was further discussed 
by the presidents of eastern lines today but without reaching a defi- 
nite conclusion, 


USE OF KANSAS CITY STATION 


Walter S. Franklin and Frank C. Nicodemus, Jr., receivers 
of the Wabash, in complaint No. 25973, against the Kansas City 
Terminal Railway Co., have brought to the Commission the ques- 
tion as to what the Wabash should pay for the use it makes of 
the union passenger station at Kansas City, Mo. With a view 
to having the situation held static until that question has been 
determined, the receivers have asked the Commission to issue 
an emergency order immediately under section 1 (15), command- 
ing the terminal company not to exclude or attempt to exclude 
the Wabash from the use of the terminal facilities. 

The receivers allege that the terms and provisions of the 
operating agreement and supplemental operating agreement 
under which the Wabash has been using the station, are unjust, 
inequitable and burdensome, in that they require each of the 
proprietary companies of the terminal to pay an equal propor- 
tion, namely, one-twelfth, of the interest on the terminal com- 
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pany’s bonded indebtedness and one-twelfth of the taxes Payable 
by the terminal company without regard to the extent of the 
use of the terminal facilities made by any of the Proprie. 
tary companies. The receivers allege that the Wabash jg , 
small user of the facilities, and that the amount paid by it j, 
excessive and out of proportion to the value of the use made jy 
that carrier. 7 

The receivers tell the Commission that they have elect 
and determined not to adopt or to be bound by the terms an 
provisions of the operating agreement and supplemental operg. 
ing agreement after May 31, as authorized by the court whic 
appointed them, but desire to continue the use of the passenge 
station and freight terminal facilities of the terminal company 
on such terms and for such compensation as the Commissioy 
may find to be reasonable. They suggest compensation on 
wheelage basis. 

The terminal company, according to the complaint, has 
declined to negotiate or enter into an agreement with the con. 
plainants on such terms and has declined to permit the petitiop. 
ers to use the passenger station and terminal facilities excep; 
in accordance with the terms of the operating agreement anj 
supplemental operating agreement. The petitioners further 4]. 
lege that an emergency requiring immediate action exists jp 
that the terminal company, unless restrained by an order of 
the Commission, may attempt to exclude the receiver from the 
use of the terminal facilities after May 31, hence the request 
for an order to hold the situation as it has been. 


USE OF AIR EXPRESS 


An entire week between sailings of the Pacific liners from 
San Francisco to Honolulu was saved by employing the air 
express to rush a piece of tubing from Wilmington, Del., to Sap 
Francisco. A. H. Derocher, a Hawaiian client of the National 
Vulcanized Fibre Company, required the tubing post haste and 
cabled that it be forwarded by air express. 

The shipment, weighing 17 pounds, was immediately put 
aboard a train leaving Wilmington at 4:14 p. m. and reached 
Newark airport, N. J., at 6:22 p. m. It went forward by the 
Railway Express Agency express plane, taking off at midnight, 
and arrived at San Francisco at 6:30 p. m., the second day 
and was immediately delivered to the steamship docks, just in 
advance of the departure of a trans-Pacific liner, 

Of the 2,874.3 miles covered in the United States, 1083 
miles was by railroad and 2,766 miles by the United Air Lines 
coast-to-coast route. 


VOLUME OF TRAFFIC 


Freight traffic handled by Class I railroads in the first 
three months of 1933 amounted to 58,308,770,000 net ton miles, 
according to reports received by the Bureau of Railway 
Economics. 

This was a reduction of 9,625,761,000 net ton miles or 14.2 
per cent under the corresponding period in 1932 and a reduc- 
tion of 29,054,295,000 net ton miles or 33.3 per cent under the 
same period in 1931. 

Railroads in the Eastern district for the three months’ 
period in 1933 reported a reduction of 12.6 per cent in the 
volume of freight traffic handled compared with the same 
reriod in 1932, while the Southern district reported a reduc- 
tion of 10.7 per cent. The Western district reported a decrease 
of 17.8 per cent. 

The volume of freight traffic handled by the Class I rail- 
roads in March amounted to 19,310,550,000 net ton miles or 
a reduction of 4,193,181,000 net ton miles or 17.8 per cent 
under the same month in 1932, and 10,650,110,000 net ton miles 
or 35.5 per cent under March, 1931. 

In the Eastern district, the volume of freight traffic han- 
d’ed in March was a reduction of 18.8 per cent compared with 
the same month in 1932, while the Southern district reported 
a decrease of 16.6 per cent. The Western district reported a 
reduction of 16.9 per cent. 


CAR SURPLUS REPORT 


The avera‘ce daily surplus of freight cars in the period April 
15 to 30, inclusive, was 618,864, a decrease of 32,102 cars com- 
pared with the number in the preceding period, according to 
the car service division of the American Railway Association. 
It was made up as follows: 


Box, 262,852; ventilated box, 1,704; auto and furniture, 49,144; 
total box, 313,700; flat, 21,821; gondola, 135,232; hopper, 101,840; total 
coal, 237,072: coke, 1,345; S. D, stock, 25,428; D. D. stock, 4,200; re- 
frigerator, 13,256; tank, 540; miscellaneous, 1,502. 


Canadian roads reported a surplus of 35,350 cars made up 
of 30,850 box, 1,050 auto, 2,060 flat, 725 refrigerator, and 665 
miscellaneous cars. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


Robert C. Thackara, chairman of the United States Inter- 
coastal Conference, announced that a new conference agree- 
ment had been signed by twelve lines and forwarded to the 
U. S. Shipping Board for approval. 

The new agreement, to become effective June 1, follows, in 
general, the form of that now in effect, except for one major 
change. Only the twelve signatory lines may use the tariff to 
be filed June 1 with the board, no provision having been made, 
as in the past, for concurrences to the agreement without mem- 
bership in the conference or gentlemen’s agreements with lines 
outside the conference. The pooling plan is incorporated in the 
new pact, with only slight changes, and there are no changes 
in the handicap list or in port equalization. Lines not signa- 
tories to the agreement may join the new conference by becom- 
ing parties to it. 

Foreign trade clearances of vessels at the Port of New 
York for April show a slight gain over the preceding month, 
put entrances declined slightly, according to statistics com- 
piled by the marine division of the office of the Collector of the 
Port. Intercoastal entrances increased slightly and clearances 
were unchanged but showed a slight drop in tonnage, while 
the coastwise trade showed a decline. 

A direct monthly service from North Pacific ports to 
Bridgetown, Barbados, British West Indies, is announced by the 
McCormick Steamship Company. Every alternate ship of the 
line in June, July, and August, beginning with the West 
Camargo from Seattle about June 9, will make the Bridgetown 
call. The service may become permanent if sufficient cargo 
offers, it is stated. 

Full cargo grain rates out of Montreal set a new low in the 
last few days when several fixtures on an Antwerp-Rotterdam 
basis were closed at 4%4 cents. This development in a trade 
which is considered to be the barometer of the full cargo market 
is viewed with some apprehension by freight brokers, although 
the fixture of tonnage on a distress basis is often a necessity 
these days. 

One sugar cargo was fixed from Santo Domingo to United 
Kingdom-Continent on the basis of 12s 9d for a 2,800-ton vessel, 
with option for Cuba loading at 13s 9d for the last half of June. 
Another sugar fixture was that of an 8,000-ton steamer from Cuba 
to Montreal at 11 cents Canadian currency for June. 

There was about the usual volume of time chartering in the 
West Indies trade, two of these charters being for periods of 
from 5 to 8 months. A 2,336-ton motorship was engaged for a 
trip up, delivery Gulf, redelivery St. Lawrence at 75 cents. 

Among the miscellaneous fixtures was another vessel] for 
scrap iron to Japan from the Atlantic Coast, a 2,356-ton boat, 
done on private terms for May. A full cargo of paper was closed 
from the St. Lawrence to London on private terms for May. 

There has been no activity in the coal or lumber trades. 

Business in the tankers trade has been limited to three dirty 
boats from the Gulf to North of Hatteras at rates ranging from 
13 cents to 15 cents. Inquiries are reported still scarce and an 
ample amount of tonnage is in the market to take care of re- 
quirements. 


NEW INTERCOASTAL AGREEMENT 


A new United States intercoastal conference agreement, 
filed by intercoastal steamship lines, was approved by the Ship- 
ping Board May 25. The agreement, which was filed under 
section 15 of the shipping act of 1916, is to become effective 
June 1, The board summarized the agreement as follows: 


a _Under the terms of this agreement member lines are to adhere 
Strictly to conference rates, charges, rules and regulations; and un- 
— discrimination or allowances, discounts, payments, rebates or 
hibites of any description to shippers or receivers of cargo is pro- 
tin WwW estbound the services of the carriers are divided into ‘‘A” 
ti es and “B” lines according to frequency of service and transit 
gg rates of the ‘‘A” lines to be slightly higher than those of 
ae lines on items contained in handicap list which is to be 
wil ed in the new United States Intercoastal tariff. No “A” Lines 
nl operate from ports south of Delaware River. 

a equalization of freight rates is permitted on items of west- 
tarifr — to be named in port equalization list in the intercoastal 
ae D - on iron and Steel items the three passenger carrying 
oont ollar, Panama Pacific and Grace) are to be permitted higher 

equalization, There is to be no port equalization on eastbound 





traffic. Absorption of cartage, lighterage, or connecting carriers’ 
charges at loading or discharging ports is prohibited except in re- 
spect to agreed receiving and delivering stations at New York. 

Eastbound lumber rates are to be fixed by two-thirds vote of the 
member lines while all other rates are to be fixed by a paid neutral 
rate making body whose decision as to rates may only be invalidated 
by a three-fourths vote of the conference members. A percentage of 
the eastbound and westbound ocean freights on all commodities, ex- 
cept refrigerator cargo, passengers’ baggage and automobiles and 
through traftic to or from Hawaiian Islands or foreign ports, is to be 
pooled, such pool contribution to be collected as a surcharge over the 
basic freight rates. The pool monies are to be distributed quarterly 
upon the basis set forth in the agreement except that distribution for 
June is to be on the basis of the presently effective conference agree- 
ment (Conference Agreement 188). As a guarantee of fulfillment of 
the agreement each member line is to post penalty bond or bank 
guaranty in the sum of $10,000. 

Upon approval by the board the agreement is to be binding upon 
the parties from June 1 to September 30, 1933, and indefinitely there- 
after, subject to withdrawal of any member line upon 60 days’ 
written notice to the chairman, such withdrawal not to become ef- 
fective, however, until the termination of the quarterly pool period. 
Any carrier in the trade may become a party to the agreement with 
the consent of three-fourths of the member lines of the conference. 


The agreement as filed with the board has been signed by 
the following carriers: American-Hawaiian Steamship Co., Ar- 
gonaut Steamship Line, Inc., Arrow Line, Dollar Steamship Lines, 
Inc., Ltd., Grace Line (Panama Mail Steamship Co.), Isth- 
mian Steamship Lines, Luckenbach Steamship Company, Inc., 
McCormick Steamship Company, Nelson Steamship Company, 
Panama Pacific Line, Pacific Atlantic Steamship Co. (Quaker 
Line) and Williams Steamship Corporation. 


NATIONAL MARITIME DAY 


President Roosevelt issued a proclamation calling on the 
people of the United States to observe May 22 as “National 
Maritime Day,” as requested by a congressional resolution, by 
display of the flag. The resolution declared that on May 22, 
1819, the steamship Savannah departed from Savannah, Ga., “on 
the first successful transoceanic voyage under steam propul- 
sion, thus making a material contribution to the advancement of 
ocean transportation.” 

Commissioner Gatewood §S. Lincoln, of the Shipping Board, 
delivered an address on the merchant marine at the Maritime 
Day Luncheon May 22 of the Georgia Bicentennial Commission 
at Savannah, Ga. In addition to emphasizing the need for 
government aid for the American merchant marine as provided 
by the merchant marine acts of 1920 and 1928, Commissioner 
Gatewood delved into history about the S.S. Savannah. 

“The dusty archives of the government’s offices in Washing- 
ton,” said he, “undoubtedly contain the history of many strange 
and thrilling dramas, could we but unearth them and recreate 
the stirring scenes of which they constitute the record. Romance, 
tragedy, comedy, mystery—all the elements of the most intense 
novel—await the hand of any artist looking for material for 
gripping, human stores. Seldom, however, does anyone have 
the time or interest to dig into these old files and put the breath 
of life again to those dead and musty pages. 

“It was with this thought vaguely in the back of my mind 
that I went to the library of the Shipping Board the other day 
and dug out an old story. I was richly rewarded, for I found 
the record and history of the strange little craft whose exploit 
we are assembled here today to honor. As one of our young 
men expressed it, I found the ‘ring battles and career’ of the 
S.S. Savannah. I think you will be interested to trace with 
me the story which I unearthed about that curious and history- 
making ship. 

“She was built in New York, in 1818, as a sailing vessel, and 
for that day and generation was a sizable craft. She was 100 
feet long and had a beam of 28 feet. Here I struck an interest- 
ing bit of uncertainty as to her dimensions. The record stated 
that she was 14 feet ‘deep’ but whether that meant she drew 
14 feet or was 14 feet from keel to rail, I could not tell. I 
assume, however, that it meant literal depth. When the Savan- 
nah was constructed she was timbered in the good, old sub- 
stantial way of shipbuilding of those times. She was a sturdy 
ship but no remote idea that she would ever be propelled by 
steam entered the heads of her builders. Robert Fulton’s steam- 
boats, it was assumed, might be interesting toys for rivers and 
bays, but nobody took seriously any idea that they might ever 
span the ocean. 

“It appears that Captain Moses Rogers conceived the idea 
of fitting the ship with auxiliary steam power. He canvassed 
the shipping field for backing and, be it said to the honor of 
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Savannah, he found it here. Your old ship firm of Scarborough 
and Isaacs had the vision to see the possibilities of steam power 
for trans-Atlantic service and they undertook the job of putting 
an engine, boiler and paddle-wheels in Captain Rogers’ new sail- 
ing vessel. Rogers brought her here and christened her the 
Savannah, in recognition of the help he received from your city, 
and Scarborough and Isaacs went to work on their venture. 

“Like all radical departures in the field of invention or 
applied invention, the idea was received with hoots and jeers. 
The shipping world chuckled in its sleeve. The public openly 
scoffed. ‘She’ll burn up,’ they said. “Her engine will set her 
afire.’ ‘She’ll never make it to the other side.’ Nevertheless, 
Captain Rogers never faltered and Scarborough and Isaacs had 
faith in him. An engine was rigged on deck. So was the boiler. 
Paddle-wheels of iron were fashion. They were strange wheels, 
unlike those of the fifteen steamboats which Fulton had built up 
to that time. They were removable and collapsible, so that 
they could be taken off and stowed on deck when the wind was 
right and steam power unnecessary for the passage. 

“Incidentally, it is a matter of record that during the twenty- 
five days of the trip from Savannah to Liverpool, steam was 
used for only eighty hours. From this we may reasonably 
deduce that even Captain Rogers and Scarborough and Isaacs 
did not realize what they were starting. Like Columbus, they 
probably failed to appreciate that they had discovered a new 
world and, presumably, looked upon their application to steam 
power as an auxiliary means of propulsion for use when sailing 
ships were becalmed or slowed up by light winds. 

‘It is interesting to cast the mind backward a hundred and 
fourteen years and try to imagine the feelings of the people of 
the English coast when the Savannah hove in sight. There were 
no cables in those days—no wireless, no fast ships to carry news 
around the world. Nobody in England had had any hint that 
anybody, anywhere, was trying to use the new-fangled steam 
engine for crossing the Atlantic. When, therefore, they looked 
out over the water and saw a sailing vessel on the horizon under 
a cloud of black smoke, it could mean only one thing. That ship 
was afire. Frantically, the sea-folk put to sea, in whatever craft 
was available, to rescue the crew of the burning vessel. History 
records than one war sloop, which happened to be anchored off 
shore, led the rescue efforts. Imagine the surprise of the British 
sailors when they came up to the Savannah and found her 
steaming peacefully on her way, her crew grinning at them 
over the rail. 

“Of course, the Savannah caused a sensation in England, 
and in the Scandinavian ports to which she proceeded before 
her return to her home port, which she reached on November 
22 of the same year. Imagine, too, the train of events which 
have followed throughout the hundred and fourteen years which 
have intervened. The Savannah, unfortunately, was short-lived. 
She never made but that one round trip across the Atlantic. 
Two years later she was wrecked and all trace of her was eventu- 
ally lost on the coast of Long Island, but she renedered an his- 
toric service, which launched an area of shipping whose import- 
ance and far-reaching effect cannot be measured.” 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the Ship- 
ping Board: 


174—French Atlantic/United States North Atlantic Conference: 
The carriers party to this agreement (America France Line and Com- 
pagnie Generale Transatlantique) undertake to maintain agreed mini- 
mum freight rates for transportation of cargo from French Atlantic 
and French Channel ports to United States North Atlantic ports. 
Rates are _to be established for three classes of vessels, namely, ex- 
press, cabin and cargo types, the relationship between the several 
classes to be as determined by the parties from time to time. Other 
operators of vessels in the trade may become members of the Con- 
ference by agreeing to conform to the agreement and upon notice 
to the Board. The agreement is to continue until June 30, 1933, and 
indefinitely thereafter, subject to cancellation by the subscribing car- 
riers upon 90 days’ notice to each other and to the board. 

Far East to Atlantic Coast: 2257—Nippon Yusen Kaisha with 
American-Hawaiian Steamship Company: Arrangement covers 
through shipments loaded at ports of call of Nippon Yusen Kaisha 
in China, Japan, and Philippine Islands to United States Atlantic 
Coast ports of call of American-Hawaiian, with transhipment at Los 
Angeles Harbor or San Francisco. The cost of transfer is to be 
absorbed by the lines. This agreement may be cancelled by either 
party giving thirty days’ notice to the other. 

Atlantic Coast to Far East: 2258—American-Hawaiian Steamship 
Company with Nippon Yusen Kaisha: Covers through billing arrange- 
ment covering shipments from United States Atlantic Coast ports of 
call of American Hawaiian to ports of call of Nippon Yusen Kaisha 
in China, Japan, and the Philippine Islands with transhipment at 
Los Angeles Harbor or San Francisco. Transfer charges are to be 
absorbed by the carrier. This agreement may be cancelled by either 
party giving thirty days’ notice to the other. 

Atlantic Coast to Far East: 2265—American-Hawaiian Steamship 
Company with Barber Steamship Lines, Inc.: This agreement pro- 
vides for through shipments from United States Atlantic Coast ports 
of call of American-Hawaiian to Manila, China, and Japan, with 
transhipment at Los Angeles Harbor or San Francisco. Transfer 
charges are to be prorated between the carriers. 

Pacific Coast to France, Morocco, Algeria, and Tunis: 2267— 
Panama Mail Steamship Company with Compagnie Generale De 
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Navigation a Vapeur (Fabre Line): Arrangement covers throug, 
shipments of canned goods, and canned and dried fruit from U4 
Pacific Coast terminal ports of call of Panama Mail Steamship (Cop; 
pany to Marseilles, France; Casa Blanca, Ceuta, Melilla, and Tangier 
Morocco; Algiers and Oran, Algeria; and Tunis, Tunis, with tranship: 
ment at New York. Cost of transfer is to be absorbed by the cq. 
riers. This agreement is to cancel and supersede Agreement No, $j; 
approved by the Board February 7, 1928. ' 

Far East to Atlantic Coast: 2301—Nippon Yusen Kaisha wit, 
American-Hawaiian Steamship Company: Covers through billing gy. 
rangement covering shipments loaded at ports of call of Nip 
Yusen Kaisha in China, Japan, and Philippine Islands to United States 
Atlantic Coast ports of call of American-Hawaiian, with tranship. 
ment at Seattle. The cost of transfer is to be absorbed. This agreg. 
— — be cancelled by either party giving thirty days’ notice j 

e other. 

China and Japan to New Orleans: 2305—Wilhelm Wilheimse 
(Barber-Wilheimsen Line) with Seatrain Lines, Inc.: This agre. 
ment provides for through billing arrangement covering shipment; 
from China and Japan to New Orleans, with transhipment at Ney 
York. Transhipping expense at New York is to be absorbed by the 
carriers. 

Java, Straits Settlements, and Sumatra to New Orleans: 23; 
Lancashire Shipping Company, Ltd. (Dodwell-Castle Line) with Sea. 
train Lines, Inc.: This agreement provides for through billing ar. 
rangement covering shipments from Java, Straits Settlements, ang 
Sumatra to New Orleans, with transhipment at New York. Trap. 
shipping expense at New York is to be absorbed by the carriers, 

U. S. Atlantic Coast to Philippine Islands, China, Japan, French 
Indo-China, and Siam: 2325—American-Hawaiian Steamship Com. 
pany with Oceanic and Oriental Navigation Company: This agree. 
ment provides for through billing arrangement covering shipments 
from United States Atlantic Coast ports of call of American-Hawaiian 
Steamship Company to ports served by Oceanic and Oriental Naviga- 
tion Company in the Philippine Islands, China, Japan, French Ind 
China, and Siam, with transhipment at Los Angeles Harbor or San 
Francisco. The transhipping expense at Los Angeles Harbor or San 
Francisco is to be absorbed by the companies. 


Modifications of agreements filed under section 15 of the 
shipping act of 1916 have been approved by the Shipping Board 
as follows: 


1385-4—Members of Trans-Atlantic Passenger Conference with 
Members of Trans-Pacific Passenger Conference: Modifies an agree- 
ment providing for participation of the various parties in the book- 
ing of passengers making Around-the-World tours either eastbound 
or westbound. The purpose of the modification is to record the sub- 
stitution of the members lines of above named conferences as par- 
ticipating carriers in Agreement No. 1385, as amended, in lieu of the 
earriers presently recorded therein. 


1976-1—American Mail Line, Ltd., Canadian Pacific Steamships, 
Ltd., Dollar Steamship Lines, Inc., Ltd., Nippon Yusen Kaisha, Osaka 
Shosen Kaisha, and States Steamship Company with Java-China- 
Japan Lijn: The agreement which is modified covered cooperative 
arrangement for the booking and transportation of passengers to, 
from, and via Pacific ports of North America, including Hawaii, and 
to, from, and via ports in the Dutch East Indies, with interchange 
at Shanghai, Hongkong, or Manila. The purpose of this modification 
is to record the States Steamship Company as a participating carrier 
in the agreement. 

2031-2—Mooremack Gulf Lines, Inc., with American Scantic Line, 
Inc. Modifies an agreement covering through shipments between 
New Orleans, Mobile, Tampa, and Boston and Danish, Finnish, 
Swedish, and Polish ports with transhipment at Philadelphia. The 
purpose of this modification is to extend the agreement to cover 
through shipments between New Orleans, Mobile, Tampa, and Boston 
and Murmansk, Leningrad, Stettin, and other Baltic and Scandi- 
navian ports of call of American Scantic Line. 


NEW YORK LIGHTERAGE CASE 


The Trafic World Washington Burcau 


Detailed arguments in what is popularly known as the New 
York lighterage case were begun before the entire membership 
of the Commission May 22 in accordance with a plan allowing 
three days for presentation. The arguments were in No. 
22824, State of New Jersey vs. New York Central et al.; No. 
23040, New Jersey Traffic Advisory Committee vs. Same; and 
No. 23327, City of Boston and Boston Port Authority vs. Same. 
They were on exceptions to the report proposed by Examiner 
Steer, which, if adopted, would cause important changes in the 
methods the carriers have been using in handling traffic to and 
from the metropolitan area in such a way as to cause New 
Jersey interests to acuse the railroads of treating them with 
undue prejudice, cause Boston to bring a complaint on its own 
behalf and bring into the case Baltimore and Philadelphia as 
ports and commercial organizations in the port cities. 

Time for arugments were assigned to John J. Hickey, J. 
R. Tiffany, M. P. Bauman and C. J. Fagg for New Jersey it- 
terests; Johnston B Campbell and Samuel Silverman for the 
city of Boston et al.; Thomas P. Healy, Bronson Jewell, J. R. 
Bell, Henry Thurtell, Charles E. Cotterill, and M. B. Pierce 
for the defendants; H. C. Todd and Parker McCollester for the 
state of New York; A. J. W. Hilly for the city of New York; 
T. H. Burgess for the Brooklyn Chamber of Commerce; Joht 
F. Finerty for the General Foods Corporation; Ross D, Rynder, 
Swift & Co.; H. B. Chambers, New York Board of Trade; Wil- 
bur LaRoe, Jr., Port of New York Authority; Edgar J. Rich, 
Associated Industries of Massachusetts; F. A. Ryan and Roscoe 
H. Hupper, Atlantic steamship lines; G. C. Farrier, Philadelphia 
interveners; John Philip Hill, East Baltimore Business Men’s 
Association; Charles R. Seal, Baltimore Association of Com- 
merce, and John Nicolson, formerly of the Shipping Board staff, 
appearing as amicus curiae. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
[ nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
opinion in answer to an simple question relating to the law of interstate 
transportation of freight. traffic man of long experience and wide knowl- 
will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or questions 


from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Routing and Misrouting—Conflict Between Rate and Route 


Illinois—Question: This is with reference to your answer 
on page 890 of the May 6, 1933, Traffic World, under the above 
captain, which is in answer to our inquiry of April 13, relative 
to a rate being inserted on a bill of lading that did not apply 
via the route shipment moved, although the rate could have 
been protected on a route via another destination carrier. 

The answer to our inquiry was in the May 6th Traffic World. 
However, we would appreciate if you would review this answer, 
as we believe it to be inconsistent, that is, with regard to the 
statement in the first part of this answer wherein you advised 
that there is no duty on the part of the initial carrier to ascer- 
tain from the shipper whether the routing specified should be 
observed or whether the shipment should be forwarded via the 
route taking the rate named. However, you then go on to state 
that “which duty the Commission has, in numerous cases, held 
to devolve upon the initial carrier, and failure to do which con- 
stitutes misrouting on the part of a carrier.” In other words, 
is it the contention that the carrier’s agent is not bound in so far 
as any rules having been laid down, but in matters of reparation 
the Commission’s opinion is that the rate should be protected. 


Answer: In our answer we stated what the court in W. & 
L. E. Ry. Co. vs. Standard Envelope Mfg. Co., 2 Fed. Supp. 637, 
holds as to the duty of the initial carrier where there is a con- 
flict between the rate and route shown in a bill of lading, namely, 
that there is no duty on the part of the initial carrier to ascertain 
from the shipper whether the routing specified should be ob- 
served or whether the shipment should be forwarded via a route 
taking the rate named in the bill of lading. 

In our answer we intended to point out that this holding is 
in direct conflict with the holding of the Commission in such 
instances that the duty devolves upon the initial carrier to call 
the conflict to the attention of the shipper, a failure to do so 
constituting misrouting on the part of the carrier and obligating 
the carrier to protect the rate shown in the bill of lading. 

Tariff Interpretation—Establishment of Commodity Rate Re- 
moves Application of Class Rate, and Establishment of Spe- 
cific Rate Removes Rate Made by Intermediate Application 


Ohio.—Question: Will you please give us your opinion and 
cite cases, if any, from the Interstate Commerce Commission 
covering the following: 

During January, 1930, shipper A shipped a carload of plain 
wrapping paper to Z Company at Toledo, Ohio, from Kaukauna, 
Wis., via C. & N. W.-P. M.-Across Lake. Boyd’s Tariff 49-Q, I. 
C. C. A-1788, quotes a commodity rate of 33 cents cwt., whereas 
the original shipping point is intermediate to Greenbay, Wis. 
Jones’ Tariff 224-A and Jones’ 130-T quotes a rate of 28% cents 
6th Class per cwt. 

Which, in your opinion, is the proper rate to apply? 

Answer: The 28% cent rate from Green Bay to Toledo is the 
6th class rate per Central Freight Association Tariff No. 224-A, 
B. T. Jones’ I. C. C. No. 1851, authorized by Item 1865 of Cen- 
tral Freight Association Exceptions to Official Classification No. 
130-S, Agent Jones’ I. C. C. No. 2129 in effect throughout Jan- 
uary, 1930. Item 225 of Central Freight Association Tariff No. 
224-A provides: 


Whenever a carload-commodity rate is established, it removes 
the application of the class rate to or from the same points on that 
commodity in carload quantities. 


Item 20 of the same tariff, containing the intermediate rule, 
provides that that rule will apply “from any station of origin 
from which specific rates are not named.” A specific rate being 
named from Kaukauna to Toledo in Boyd’s I. C. C. A-1788 over 
the Same route as that via which the class rate from Green Bay 
applies, and it also being a commodity rate, it is seen that Jones’ 
Tariff 224-A contains two rules which prevents the Green Bay 
class rate from applying to this traffic. In Standard Oil Co. vs. 
A.T.& S. F., 139 1. C. C. 297, and National Tube Co. vs. Director- 
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General, 147 I. C. C. 559, the Commission held that a specific 
rate removes the application of a rate made by intermediate 
application of the tariff. 


Tariff Interpretation—Application of Minimum Rates 


Pennsylvania—Question: Referring to your answer to “New 
York,” on page 794 of The Traffic World of April 22, 1933, 
under the above captain. It is my opinion that you have over- 
looked the fact that Section 1-A, of Central Freight Association 
Tariff 492-A, is governed by the Official Classification, which 
classification rates the commodity at first class, instead of fourth 
class. This would make the rate of $1.53 applicable to this 
shipment. 

Evidently this section was placed in this tariff to prevent 
Fourth Section violation in Central Freight Association territory. 

Answer: While the minimum 4th class rate from Kansas 
City to Binghamton, N. Y., is 77 cents, inasmuch as Section 1-A 
is governed by Official Classification, the 1st class rate of $1.53 
is the applicable minimum rate, old wooden boxes, N. O. I. B. N., 
not nested, L. C. L., being rated, as you state, 1st class in the 
Official Classification and not 4th class, as in the Western 
Classification. 


Tariff Interpretation—Application of Interstate Rule Determined 
by Scope of Tariff as Indicated on Title Page 

Alabama.—Question: Southwestern Lines Tariff 154-B, I. C. C. 
2301, as per title page thereof, provides rates between points in 
various states located in the Southwest and stations in Southern 
territory, including Alabama and Virginia. We had a movement 
of one car of green beans from Norfolk, Va., destined Birming- 
ham on which freight charges were assessed based upon a rate 
of $1.08, same being the fourth class rate as published in Agent 
Speiden’s Virginia Class Tariff. Southwestern Lines 154-B, page 
170, Item 165, carries a wide open intermediate destination note, 
applicable at points in Southern territory. The rate from Nor- 
folk, Va., to Delta Point, La., as carried in Southwestern Lines 
154-B, is 94c, same being commodity column 38, or 38 per cent 
of first class, 

It is our contention that under Intermediate Rule, Item 165, 
page 170, this rate must be held as maximum at Birmingham 
and freight charges assessed on 94c. The carriers contend that 
this is a strained interpretation and that the intermediate note 
was intended and only applies on traffic between points in South- 
ern territory on the one hand and points in Southwestern terri- 
tory on the other. Specifically, they claim that the note was 
published to provide rates from origins in Southwestern territory 
to unnamed destinations in Southern territory. 

The class rates within Southern territory are Commission 
made rates in Docket 13494. However, the Commission had not 
specifically, at the time the shipment in question moved, ap- 
proved fourth class on green beans within Southern territory, 
but the Commission had approved Column 38, or 38 per cent 
of first class, on green beans between points in the Southwest 
on the one hand and points in the South on the other. 

Please review the tariff in question and let us have the 
benefit of your views. 

Answer: The title page of Southwestern Lines’ Tariff No. 
154-B, Agent Johanson’s I. C. C. No. 2301, indicates that the 
tariff names rates between stations in the states of Arkansas, 
Kansas, Louisiana, Missouri, New Mexico, Oklahoma and Texas 
and stations in Alabama, Florida, Georgia, Kentucky, Louisiana, 
Mississippi, North Carolina, South Carolina, Tennessee, Vir- 
ginia and West Virginia. 

Under this application, while provision igs made for rates 
from points in Virginia to points in Louisiana, no provision is 
made for rates from points in Virginia to points in Alabama. 
Therefore, in accordance with the decisions of the Commission 
in Sinclair Oil & Gas Co. vs. M. & O. Ry., 129 I. C. C. 281; Na- 
tional Refining Co. vs. C. C. C. & St. L., 189 I. C. C. 307, and 
Cross-Bodine Lumber Co. vs. B. & O., 140 I. C. C. 411, the rate 
to Delta Point, La., may not be applied at Birmingham, Ala., 
under the provisions of the intermediate rule, i. e., Item 165. 


Under the facts in the National Refining Company Case 
the tariff carried rates to stations in Illinois, Iowa, Kentucky, 
Missouri and Wisconsin, and an intermediate clause not other- 
wise restricted. It was contended that inasmuch as the tariff 
contained an open route from points of origin to points of des- 
tination in Illinois through the state of Indiana, rates to points 
in Indiana were published in the tariff under the provisions of 
the intermediate clause. The Commission held, however, that 
the tariff did not contain rates to points in Indiana; that the 
statement naming the states to which the tariff applied con- 
fined the application of the intermediate rule to points in the 
states named. 

Conversion—RefuSal to Deliver Astray Goods Except Upon 

Presentation of Freight Bill Containing Short Notation 


New York.—Question: We would appreciate your advice as 
to the carrier’s liability, covering a shipment delivered to a 
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destination point, where a short notation was indicated on the 
freight bill at time of delivery. 

It later developed that the merchandise was delivered to 
the freight agent at destination on free astray billing. 

The freight agent requested the consignee to furnish his 
office with the paid freight bill, so that cancellation of the 
short notation could be made, taking the stand that delivery 
of the merchandise short could not be effected, unless this 
procedure was followed. The consignee, not having the freight 
bill at the destination point, was forced, under this ruling, to 
have the merchandise tied up at the freight station for a period 
of some fourteen days, until such time as the document could 
be produced and delivery effected. 

It is our contention that carriers should be obliged to ac- 
complish delivery of merchandise short on free astray billing, 
notifying the consignee accordingly, proper notation being made 
on the free astray billing to match up with documents covering 
the original shipment, which bore a short notation. 

The writer questions the stand of the carrier in this in- 
stance and desires advice as to what procedure to follow, in 
the event merchandise was not desired, due to the fact same 
was held at the freight station, non delivered, for a period of 
fourteen days, even though the freight agent had due notifica- 
tion that same was covered by free astray billing. 

Carriers should be made to realize that in many instances 
shipments made via freight, consist of merchandise that the 
consignee has, at the time, recorded as a sale, and when the 
shipment is delivered to destination indicating a shortage, it 
results in a loss of sales to the consignee. 

While the writer realizes the carrier cannot be held liable 
for a case, as outlined in the foregoing paragraph, I fully 
believe they should be held responsible in the event the short 
shipment is delivered a day or so after the original billing, and 
held at the destination freight station for a period of two weeks 
before being released by the freight agent, due to consignee 
not being in a position to properly observe their ruling that 
the original paid freight bill be presented for cancellation of 
the shortage notation. 

Answer: In its report In re Freight Bills, 29 I. C. C. 496, 
the Commission said that freight bills -have three functions, 
namely, (a) to serve as a receipt to the consignee or consignor 
and as prima facie evidence of the payment of transportation 
charges; (b) to serve as a receipt to the carrier and as prima 
facie evidence of the delivery of the property; and (c) to serve 
as a notice to the consignee of the arrival of the shipment. 

The freight bill is also a supporting document for a claim 
for loss or damage, an overcharge claim or claim for reparation. 

A carrier is liable for unreasonable delay due to goods 
going astray when the delay is the result of the carrier’s negli- 
gence, and if the requirement of the carrier that the freight 
bill be presented by the consignee for cancellation of the short 
notation as a condition precedent to the delivery of such goods 
is an unreasonable requirement, the carrier can be held liable in 
conversion. 

Where the negligence of the carrier is the cause of the 
goods going astray, it would seem to be an unreasonable re- 
quirement that the freight bill be presented where the freight 
bill is being used for other purposes, such as the basis for a 
claim, as a release by the consignee in some other form would 
serve the same purpose, and permit of the delivery of the goods 
without further delay. 


We can locate no case in point. However, see Southern 
Pacific Co. vs. Potter, 26 Fed. (2d) 796; Seaboard Air Line Ry. 
Co. vs. McWhorter, 108 Southern 242; Sheridan vs. N. O. G. N. 
R. Co., 119 Southern 465. 


Delivery by Carrier—What Constitutes 


California.—Question: We made a carload shipment of our 
product to a consignee in the East. Same was placed on the 
consignee’s private siding by the delivering carrier about 2 P. M. 
of the day of arrival and the seals were not broken until the 
morning of the following day. Upon examination of the car, 
it was discovered that the seal had been broken previously 
and that part of the contents of the car had been remvoed. 
The carrier’s representative was notified and the balance of 
the shipment was unloaded by the consignee. 

On behalf of the consignee, we made claim to the delivering 
carrier for the value of the shortage, it being our contention 
that delivery to the consignee was not actually made until they 
(the consignee) had broken the seal. The carriers have de- 
clined the claim, stating as their reason for so doing that 
inasmuch as they had delivered the car upon a private siding 
within working hours they cannot be held responsible for any 
shortage. 

Will you kindly give us your opinion in this matter, also 
give us reference to decisions bearing on this subject. 

Answer: There are decisions of the courts of the several 
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states in which the liability of a carrier for loss of goods froy 
a car which has been placed upon a consignee’s siding has beep 
determined, but these decisions are not in agreement, Certaiy 
of the decisions holding the carrier liable, at least during ty 
period of free time, and others holding that the liability 
the carriers cease with the placing of the car on the consignee, 
siding. See the decisions in Missouri Pac. R. Co. vs. Wichiy 
Grocery Co. (Kans.), 40 Pac. 899; Jolly vs. A. T. & S. F. R. 
(Calif.), 131 Pac. 1057; Arkansas Midland R. Co. vs. Premig 
Cotton Mills (Ark.), 158 S. W. 159; Bianchi & Sons vs. Mm. ¢ 
W. R. Co. (Vt.), 104 Atl. 144; Weyl vs. Southern Pac., 156 jj 
App. 193; Kingman St. Louis Implement Co. vs. Southern Ry, 
Co., 112 S. W. 721; Lewis vs. N. Y. O. & W. Ry. Co., 104 Nip 
944; Manglesdorf Seed Co. vs. Mo. Pac., 280 Pac. 896. 

In its decision in Y. & M. V. R. R. Co. vs. Nichols & (, 
256 U. S. 540, 41 S. Ct. 549, the Court, with respect to a former 
provision of the uniform bill of lading reading, “and whe 
received or delivered on private or other sidings, wharveg oy 
landings, shall be at owner’s risk until the cars are attache 
to and after they are detached from trains,’ had the following 
to say: 


Whether goods destroyed, lost or damaged while at a railroad 
station were then in possession of the carrier as such, so as to sub- 
ject it to liability in the absence of negligence, had, before the adop- 
tion of the Uniform Bill of Lading, been the subject of much litiga- 
tion. At stations where there is a regularly appointed agent the 
field for controversy could be narrowed by letting the execution of 
a bill of lading or receipt evidence delivery to and acceptance by the 
carrier; and by letting delivery of goods to the consignee be eyi- 
=, by surrender of the bill or execution of a consignee’s re- 
ceipt. 

But, at a station where there is a regularly appointed agent it 
would be obviously unreasonable to place upon the shipper, after a 
bill of lading has issued, the risks attendant upon the loaded car re- 
maining on the public siding because it has not yet been convenient 
for the carrier to start it on its journey. It would likewise be un- 
reasonable to place upon the consignee at such a station the risk 
attendant upon the arriving car’s remaining on the siding before 
there has been notice to the consignee of arrival and an opportunity 
to accept delivery. The situation there would be practically the same 
whether the loaded cars were left standing on a public siding or on 
a siding to a private industry on the railroad’s right of way, as in 
Swift & Co. vs. Hocking Valley Railway Co., 243 U. S. 281, or ona 
siding, partly on the railroad’s right of way and partly an private 
land, as in Chicago & Northwestern Railway Co. vs. Public Utilities 
Commission, 249 U. S. 422, when the siding is, either by state law 
or by agreement and, in fact, a part of the carrier’s termina Ilsys- 
tem, * * 

It is clear that the immunity conferred by the last paragraph 
of section 5 does not apply to loaded cars on the spur here involved. 
Whether the same rule should apply to cars on strictly private indus- 
try tracks effectively separated from the terminal and exclusively 
under private control, like industry tracks involved in Bers vs. Erie 
R. R. Co., 225 N. Y. 543, we have no occasion to determine. 


The above referred to provision of the bill of lading has 
since been eliminated from the Uniform Bill of Lading and 
there is, as the Supreme Court in the case above cited suggests 
that there might be, no provision in the present bill of lading 
which definitely fixes the time of the termination of the car- 
rier’s liability as to cars delivered on private industry tracks. 

So far as deliveries on other than strictly private industry 
tracks are concerned, the Supreme Court of the United States 
in the Nichols case, above referred to, has expressed the opinion 
that at a station where there is a regularly appointed agent it 
would be unreasonable to place upon the consignee the risk 
attendant upon the car’s remaining on the siding before there 
has been notice to the consignee of arrival and an opportunity 
to accept delivery. The Supreme Court in this case did not, 
however, express an opinion as to the rule which should govern 
the delivery of cars on strictly private industry tracks effec- 
tively separated from the carrier’s terminal and exclusively 
under private control, and there has been no later decision in 
which the question has been at issue. 


Damages—Special—Delay to Goods Shipped Under Contract of 
Sale 


Alabama.—Question: A shipper buys from a mill in Georgia, 
a carload of cottonseed meal at $37 per ton, based upon delivery 
of same at destination not later than August 31st. 

The car according to the schedule of the railroad should 
have arrived not later than August 31, the consignee having the 
goods sold under contract at $42.00 per ton, based upon August 
delivery, this being about $3.00 above the actual market price 
quoted in current market reports. 

The carriers placed the shipment for unloading on Septem- 
ber 3rd and it was necessary to sell same for $37.00 per ton, 
or, an actual loss based on their contract of $5.00 per ton, plus 
freight. 

It is our contention that the carriers are liable, since they 
admit of negligent delay, for the difference between what the 
party had the goods sold for and what they actually secured 
for them. ‘ 

We would like for you to advise us on this point, giving 
us citations. 
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Answer: A carrier who unreasonably delays the transpor- 
tation of goods shipped under a contract of sale is not liable 
for any special damages occasioned by the loss of the sale, 
as, for instance, any profits the shipper would have made by 
delivery of the goods at destination according to the contract 
of sale, unless at or before the day of the shipment the carrier 
was notified of the existence of the contract and that the goods 
were being shipped in accordance therewith. The general rule 
js that, under the circumstances noted, the measure of damages 
js the difference between the market value of the goods at the 
time they ought to have been delivered and their market value 
at the time they were actually delivered, with such other and 
incidental damages as proximately flow from the delay. To 
this is to be added interest and the unpaid cost of transporta- 
tion deducted. See East Tennessee, etc., R. Co. vs. Johnson 
(Ga.), 11 S. E. 809; Columbus, etc., R. Co. vs. Flournoy, 75 Ga. 
745; Mitsubishi Shoji Kaiska vs. Davis, 291 Fed. 882; Staven 
Geren vs. S. S. Co., 250 Fed. 67; Wood & Co. vs. C. M. & St. 
P., 151 N. E. 229. 


Tariff Interpretation—Application of Jones’ Combination Tariff 
to Reconsigned or Diverted Shipments 


Arkansas.—Question: We are having a controversy in re- 
gard to the application of Jones’ Tariff 228. ‘ 

We made a carload shipment of lumber from point A to 
point B, a distance of approximately 200.miles. Immediately 
after the shipment was forwarded, the car was diverted and 
these instructions were given before the car reached point B, 
in fact, were given the day following shipment. This diversion 
took the car to another point about the same distance from 
point A as the distance from A to B, and to reach point C, the 
shipment was back-hauled some distance over the original route. 


As stated above, our instructions were given in ample time 
to accomplish diversion prior to its arrival at destination B. 
However, the car traveled to the original destination and was 
rebilled to destination C and a combination of locals applied 
without treatment by Jones’ 228. 

We claim that under the provisions of Jones’ Tariff 228, 
this was a continuous movement uninterrupted, so far as we 
are concerned, and that the combination rule should be applied 
regardless of any back-haul or side-haul that might be brought 
into the controversy and on the theory that the combination 
rule would apply by reason of this being an uninterrupted move- 
ment. Kindly advise your views. 

Answer: If your diversion instructions were given to the 
carrier in time for the carrier to have, with reasonable diligence, 
diverted the car prior to its passing the point at which it could 
have been diverted to C without a back-haul, the published rate 
from A to C, if there is one, is the applicable rate. In the 
absence of a through rate the lowest combination applying over 
the route the shipment would have moved is applicable, the 
combination rate to be arrived at in accordance with the pro- 
visions of the combination rule published in Jones’ Tariff, in 
the event that proper cross reference is made to the combina- 
tion tariff. See Charles L. Bird vs. Director General, 92 I. C. C. 
494, 

With respect to the liability of a carrier for failure to effect 
diversion of a shipment, see Newsome Feed & Grain Co. vs. 
C.C. C. & St. L. Ry., 104 I. C. C. 269, and Huber vs. G. & F. 
Ry. 118 LC. €. 282. 

If the diversion instructions were not given in time for 
the diversion of the shipment, prior to its passing the point 
where it could have been diverted to C without a back-haul, 
it is our opinion that the provisions of the combination rule 
in Agent Jones’ Tariff are not applicable to the movement for 
the reason that the movement beyond the diversion point was 
not a part of a through continuous rail shipment, which is a 
condition precedent to the application of the combination rule 
in Jones’ tariff. See National Lumber Co. vs. N. & W. Ry. Co., 
88 I. C. C. 357. 

__ The above is based upon the assumption that specific pro- 
Vision is not made in the diversion tariff for the diversion or 
reconsignment of a shipment involving a back-haul. See North- 
ern Brokerage Co. vs. Director General, 60 I. C. C. 182. 


SOUTHEAST ADVISORY BOARD 


“Shall we continue to confine our efforts to the purposes 
for which originally organized, or shall we, with full recogni- 
tion of this newer transportation era, enlarge our scope of 
activities to embrace all matters of transportation, except in- 
dividual rate or specific rate adjustments?” This question must 
be answered by the members of the Southeast Shippers’ Ad- 
visory Board at a meeting in the Robert E. Lee Hotel, Winston- 
Salem, N. C., June 8, according to the board announcement. 
In addition to other business, the board will vote on proposed 
changes in the organization rules, providing for enlargement of 





The Traffic World 





PAGE 1049 












the board activities. It is the thirty-ninth regular meeting of 
the board. 

Anticipated carloadings in the territory of the board will 
be reported on by commodity committee chairman, and repre- 
sentatives of the railroads will report on condition of equip- 
ment and other matters. Conditions local to the board will be 
covered in a report by W. C. Griffin, district manager, car 
service division, American Railway Association, and W. C. 
Kendall, Washington, D. C., will discuss the general trans- 
portation situation. 

Addresses of welcome will be made by Major George W. 
Coan, of Winston-Salem, and L. F. Owen, traffic manager, R. J. 
Reynolds Tobacco Company. 


GREAT LAKES BOARD 


The thirty-fifth regular and tenth annual meeting of the 
Great Lakes Shippers’ Regional Advisory Board was held at 
the Hotel Cleveland, Cleveland, Ohio, May 18, with an attend- 
ance of more than 300 industrial traffic and railroad representa- 
tives of the Niagara Frontier, northwestern Pennsylvania, north- 
ern Ohio, northern Indiana, and lower peninsula of Michigan. 

William J. Chisholm, chairman of the nominating commit- 
tee, presented his report and the following officers were installed: 
Clare B. Tefft, traffic commissioner, Toledo Chamber of Com- 
merce, president; L. M. MacPherson, traffic manager, American 
Seating Company, Grand Rapids, Michigan, vice-president; Wil- 
liam G. Clayton, traffic manager, Buffalo Bolt Company, North 
Tonawanda, N. Y., chairman of the executive committee, and 
Frank H. Baer, transportation commissioner, Cleveland Cham- 
ber of commerce (reelected), general secretary. Members of the 
executive committee were also elected. 

The meeting was presided over by the retiring president, 
John W. Montigney, manager of the transportation division, 
Cleveland Tractor Company, and President-elect Clare B. Tefft, 
and was devoted to discussions of economic and transportation 
problems. This was the first meeting under the board’s broad- 
ened scope of activities, which permits it to include such mat- 
ters as demurrage, liberalization of classification rules and ac- 
cessorial charges national in scope, avoiding strictly the con- 
troversial subjects of rates and ratings. 


There was a discussion of the proposed emergency trans- 
portation act, it being the majority opinion that, in the regional 
advisory boards throughout the United States a direct avenue 
for reaching the shipping public is provided, and that possibly 
they might well be utilized for contacts with the “co-ordinator” 
and the regional co-ordinating committees in their respective 
territories if, and when, the emergency transportation act be- 
comes a law. With that purpose in view, a special committee 
was appointed in anticipation that the services might be either 
invited or volunteered in the interest of shippers and railroads. 

Concrete evidence of an encouraging nature indicated an 
up-turn in the production of steel, rubber, glass, automobile, 
chemical, foods and other commodities. 

Walter M. Lorenz, of Cleveland, chairman of the steel com- 
mittee; K. A. Moore, of Detroit, chairman of the automobile com- 
mittee; W. I. Nokely, of Detroit, vice-chairman of the chemical 
committee; H. J. Zimmerman, of Akron, chairman of the rubber 
committee; H. E. McGiveron, Lansing, Michigan, chairman of 
the automobile accessories committee, all reported that condi- 
tions were much brighter and that there was a feeling that this 
was not a temporary spurt, but that there was some real sus- 
taining influence back of the current increases. These reports 
were augmented by Eugene Wallace and Ed. C. Nettels, of 
Battle Creek, who said wholesale grocers were filing their 
shelves in anticipation of higher prices. Donald Desmond, traffic 
manager for the Libby Glass Manufacturing Company, Toledo, 
said his plant was running 24 hours a day on four shifts of 6 
hours each. Herman H. Griggs, chairman of the coal and ore 
committee, said the outlook for the coal and ore business in 1933 
was much better, that a 10 per cent increase in coal shipments 
on the lakes in the current year, compared with 1932, when 
25,000,000 tons were moved, was the present estimate, and that 
there were 93 boats on the lakes now compared with 68 last 
year at this time. 

W. C. Kendall, chairman of the car service division, A. R. A., 
gave a brief analysis of general conditions over the country. 
He said that the west coast lumber production was the best it 
had been in three years; that the same situation prevailed in 
the south, where lumber mills were resuming operations after a 
complete rest of three years, that New England textile mills 
were operating on full schedules; that an Atlanta paper said a 
few days ago that if cotton went to 9 cents a pound, it would 
mean the return of prosperity to the south, and that cotton had 
reached that figure. The fertilizer business in the south was 
said to be better than it had been any time in the last three 
years. 

At the noon luncheon Dale Cox, editorial writer on the 
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Cleveland Plain Dealer, specializing in business subjects, made 
an address on the monetary situation in connection with the 
legislation recently enacted by Congress and possibilities of the 
results. 

Henry Shearer, vice-president, Michigan Central, and chair- 
man of the railroad contact committee, in his report, as well as 
those of other ranking operating and traffic officers of the rail- 
roads serving the Great Lakes territory, gave recognition to 
increased carloadings, and it was the consensus that this was 
not due to any definite seasonal influence. The railroads were 
all prepared to handle a much larger volume of traffic, it was 
stated, there being a large surplus of all classes of equipment as 
well as motive power. Schedules are being maintained in every 
instance. 


MEETING TRUCK COMPETITION 


“Unshackle the railroads and do not be led into the mis- 
take of imposing on the motor truck service the kind of regula- 
tion devised some fifty years ago for a transportation monopoly 
that no longer exists,” urged John T. Dickens, Jr.; of Dickens 
Motor Freight, Kalamazoo, in an address before a recent meet- 
ing of the Traffic Club of Kalamazoo. He told of contributions 
of the truck to transportation development and discussed some 
of the issues in the rail-highway controversy. He held that the 
interest displayed by the railroads in regulation of highway serv- 
ices was largely selfish. The public interest, he said, was far 
broader than that. 

“It is not time to inquire if the interest shown by the rail- 
road in the regulation of motor truck rates is not a selfish one, 
and primarily with a view of keeping them high?” he asked, “If 
such is the case, and it is only a matter of arbitrarily increasing 
the cost of highway transportation, is that in the public’s in- 
terest?” 

The motor truck had rendered a valuable service in the 
period of the depression, he held. It had made it possible for 
merchants to keep stocks at a minimum, with cash available 
for emergencies, and no fear of being unable to obtain goods 
when they were needed. The transportation network supplied 
by the truck was twelve times as extensive as that of the rail- 
roads, he said, giving service to a much wider public than 
could be reached by rail. 

“Transportation of persons by private and public auto- 
mobiles and goods by trucks is here to stay,” he declared, ‘‘and 
the railroads really have no complaint to make but rather had 
better spend their time and energy in bringing their equipment 
and service out of the by-gone ages up to the changing char- 
acter and conditions of modern life. In the end, of course, the 
most economical forms of transportation will survive, presérv- 
ing to the people of the country the benefits which each form 
can contribute in the field in which it is best adapted to serve. 
This has been the course of transportation development in the 
past and must of necessity be the future course.” 


I. H. C. TRANSPORTATION EXHIBIT 


The transportation exhibit of the, International Harvester 
Company at A Century of Progress, Chicago’s world’s fair, which 
is to open officially May 27, will dramatize the development of 
the motor truck from its primitive beginnings to the latest high- 
way freight vehicles. Displays and exhibits will be in four 
different areas of the grounds. The main truck exhibits will 
be in the “sky-hung” dome of the Travel and Transport Build- 
ing, where one of the first International motor trucks, a high- 
wheeled, solid-tired, two-cylinder, air-cooled vehicle of half a 
ton capacity, built in 1907, will be contrasted with one of the 
latest automotive transport units of the company. The latter 
is a heavy duty tractor-truck attached to a van type semi- 
trailer with a capacity of 12 tons. This new transportation unit 
is powered with a 115-horsepower engine, equipped with re- 
movable and replaceable cylinders, said to contribute greatly to 
low-cost maintenance. Thecabhas a sleeping compartment and 
other modern features demanded by dependable highway trans- 
port operations of the day. 

Various models of trucks and tractors for farm and highway 
service will be displayed along with a comprehensive display 
of farm machinery and equipment in the Agricultural Building, 
the entire north wing of which is to be occupied by the Har- 
vester Company—a floor area of 14,000 square feet. 

Other exhibits will be on display on a proving grounds 
south of the Travel and Transport Building and in “Wings of a 
Century,” the transportation pageant to be staged several times 
each day east of the Travel and Transport Building. Contribu- 
tions of the company to the latter include the first International 
“auto buggy” and the first International “auto wagon,” as well 
as its latest heavy duty transport vehicle. Five wagons to serve 
as covered wagons of the prairie-schooner type supplied by the 
company will also participate in the pageant. 
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Doings of the Traffic Clubs 


A meeting of the Harbor Traffic Club was held at tp 
Wilmington Club May 23. Jimmy Sands, district passengy 
agent, Texas and Pacific, spoke on “Laugh and Laugh ang the 
World Laughs With’ You.” A membership drive was begy, 


O. H. Thomas, president of the Transportation Club g 
Peoria, has announced the following committee to take Charge 
of entertainment for ladies attending the meeting of the Aggy 
ciated Traffic Club of America in Peoria June 6 and 7: My 
L. E. Stewart (chairman), Mrs. Lloyd Bundy, Mrs. Roy Eaton, 
Mrs. Allan Robinson, and Mrs. E. H. Thornberry. 


In addition to those already named, the Traffic Club of 
Chicago has appointed J. H. Skillen, assistant freight traf; 
manager, Milwaukee, as a delegate to the meeting of the Aggo 
ciated Traffic Clubs of America in Peoria. 


The Women’s Traffic Club of Los Angeles will be repre. 
sented at the Peoria convention of the Associated Traffic Clubs 
of America by Miss Ann Boecking, its president; Miss Emma 
A. Kentz, Union Pacific, and Miss Louis Wetherell, Kuhl-War. 
ren Company. 


The delegates of the Transportation Club of Decatur to 
the meeting of the Association Traffic Clubs of America in Peoria 
will be: F. A. Walker, traffic manager, Decatur Milling Com. 
pany; E. W. Larrick, manager of the transportation department, 
Decatur Association of Commerce, and M. W. Trott, traffic 
manager, Mueller Company. 


J. E. Fitzwilson, president of the Traffic Club of New Or. 
leans, will represent that organization at the convention of the 
Associated Traffic Clubs of America in Peoria. He will be 
accompanied by P. B. Lusk, of the Lusk Shipping Service. 


The Traffic Club of Houston will be represented at the 
Peoria convention of the Associated Traffic Clubs of America 
by William H. Meyer, its president. 


At the annual meeting of the Women’s Traffic Club of Bir- 
mingham Mrs. Launa M. Chew was elected president; Miss Ida 
A. Parker, vice president; Mrs. E. T. Boyd, secretary, and Mrs. 
Ina V. Webster, treasurer. 


The annual spring golf outing of the Toledo Transporta- 
tion Club was held at the Inverness Golf Club May 25. 


The Central Ohio Traffic Club will have a golf outing at 
the Westbrook Country Club, Mansfield, O., June 8. 


The monthly meeting of the Traffic Club of New York will 
be held in the Park Central Hotel May 31. T. Park Hay, Trans- 
continental and Western Air, Inc., will speak on “The Inevitable 
Progress of Air Transport.” ‘Dinner will be served. The fol- 
lowing have been appointed as delegates to the meeting of the 
Associated Traffic Clubs of America in Peoria: Ralph P. Bird, 
general agent, Santa Fe; T. T. Harkrader, traffic director, Amer- 
ican Tobacco Company; J. M. Fitzgerald, vice chairman, Com- 
mittee on Public Relations, Eastern Railroad; John Duffy, vice 
president, Lehigh Valley; M. H. McEwen, general agent, Mil 
waukee; J. W. Roberts, passenger traffic manager, Pennsyl- 
vania; J. H. Butler, general manager, department of public 
relations, Railway Express Agency; G. R. Wheeler, general 
freight agent, Erie; W. H. Stadelman, eastern freight traffic 
manager, Erie. 


The fourteenth annual outing of the Canton Traffic Club 
will be held at the Shady Hollow Country Club June 6. There 
will be golf all day and dinner in the evening. 


“Kansas City Night” was observed by the Traffic Club of 
Wichita at the Innes Tea Room May 25. C. E. Johnston, prest 
dent of the Kansas City Southern, was the speaker. Golf was 
played in the afternoon and there was professional entertail- 
ment at the dinner in the evening. 


A program of music was presented at a meeting of the 
Traffic Club of Dallas at the Adolphus Hotel May 22. The 
question of continuing its membership in the Associated Traffic 
Clubs of America was discussed and voted on favorably. The 
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sual free picnic for members in good standing and their 
pmilies has been set for June 24. 





Application of the Woman’s Traffic Club of Chicago for 
vembership in the Associated Traffic Clubs of America has been 
pproved by the board of the national organization. 





The Transportation Club of St. Paul held the last of its 
yeekly luncheons until after the summer months at the Hotel 
owry May 23. R. E. Wyer, director of public relations in the 
northwest states, Farmers’ National Grain Corporation, dis- 
ussed the history and purposes of the organization with which 
ne is associated. The Great Northern Railway Male Quartette 
provided entertainment. 
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The Bridgeport Traffic Association has joined with the 
fanufacturers’ Association of Connecticut and various truck- 
ing interests in opposing a number of bills pending in the state 
legislature designed to limit truck operations. 
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The annual banquet of the Transportation Society of the 
University of Pennsylvania was held May 25. Dr. Emory R. 
Johnson, dean of the Wharton School, was the principal speaker. 
Prof. G. Lloyd Wilson, advisor to the Society, led discussion 
on present traffic and transportation problems. New members 
were initiated and newly elected officials took office. 
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Alex M. Field, recently elected president of the St. Louis 
Traffic Club, is a charter member of 


“nae it i 
tur to that organization and has served it in 


Peoria various official capacities. He is a 
> Com. native of St. Louis and is the son of the 
“tment late Eugene Field, of St. Louis, who was 
traffic prominently associated with the Lehigh 

Valley Railroad and who was a mem- 

ber and director of the St. Louis Mer- 
w Or chants Exchange. He began his career 
of the in the transportation field at an early 


age in the claim department of the Mis- 
souri Pacific Railroad and later served 
with the Mobile and Ohio and Illinois 


ill be 
Ivice, 


t the Central. He left the Illinois Central 
1erica in 1905, after ten years of service, to 

become traffic manager for the Wrought 

Iron Range Company, of St. Louis, 
f Bir- which position he still holds. He is also 
s Ida traffic manager for the Southern Malle- 
Mrs. able Iron Company, of East St. Louis, 


Ill. He is a member of the St. Louis 
Chamber of Commerce and is the chairman of the shippers’ con- 
ference committee of that organization. He is also a member of 


orta- 
the Trans-Missouri-Kansas Shippers Advisory Board. 





g at The eighth annual dinner of the Traffic Club of the Man- 
ufacturers’ Association of Lancaster, Pa., was held May 22 
in the auditorium of the Y. W. C. A. More than 175 members 

will and guests attended the dinner which marked the termina- 

alls: tion of two years of active service as president by E. G. Siedle, 
able who made a short talk. During the dinner music was furnished 
fol- by the Lancaster High School orchestra. The Keystone Quar- 


the tet, through the courtesy of the Pennsylvania, entertained with 
a group of songs. A program of. variety entertainment was 


om provided through the courtesy of the New York and New Bruns- 
= wick Auto Express Company, the Motor Freight Express Com- 
fice pany, the Alko Express Lines, and the York Motor Express 
fil- Company. Reah Stauffer led group singing. Benjamin Herr, 
yh traffic manager of the United States Asbestos Division of the 
lie Raybestos-Manhattan Corporation, was elected president to suc- 
“a ceed Mr. Siedle. Other officers named were: Vice-president, 
Fic J. C. Brenneman, freight agent, Reading Company; secretary- 


treasurer, A. H. Spinner, district traffic manager, Armstrong 
Cork Company; board, Charles B. Weise, Bruce A. Boggs, Karl 
1b B. Kuhlman, E. George Siedle, J. E. Eshelman, Benjamin Herr, 


n J. C. Brenneman and A. H. Spinner. 





The May meeting of the Capitol District Traffic Club was 
held at the Hendrick Hudson Hotel, Troy, N. Y., May 16. It 
was “Industrial Night” for the Association. Arthur F. Hyland, 
President, presided and members were welcomed to Troy by a 
representative of Mayor C. F. Burns. Seventy-five members 
and guests were present and there was a discussion under the 
head of “Industry versus Traffic.” Mr. Hyland appointed a 
committee to arrange a debate between “Industry and Trans- 
portation.” This will take place at one of the fall meetings. 
The speakers’ committee is arranging a series of talks to be 
given at the winter meetings. Speakers identified with the 


teeteeration and industrial life of the city have already been 
ed, 


of 


Ss 
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The Denver Commercial Traffic Club held a meeting in the 
dining room of the Chamber of Commerce May 17. The pro- 
gram consisted of a number of talks by members. A. M. Bur- 
roughs, traffic manager, Weicker Transfer Company, spoke on 
“Warehousing and Storage,’ from the point of view of the 
warehouse man. Frank Russell, traffic manager, Denver Dry 
Goods Company, spoke on “Consolidated City Package Deliv- 
eries.” Harry Dickinson, traffic commissioner of the Denver 
Chamber of Commerce, discussed the present transportation 
situation and steps being taken by Congress to remedy it, with 
particular reference to pending “coordinator” legislation. 





C. R. Hartshorn, newly elected president of the Central Ohio 
Traffic Club and the Toledo Transportation Club, began his trans- 
portation career as stenographer in the 
general yardmaster’s office, New York 
Central, at Toledo in 1908. After oc- 
cupying various positions in the operat- 
ing department, he was transferred to 
the traffic department ip 1912, office of 
division freight agent. He resigned to 
take a position as chief clerk in the 
office of the commercial agent, Dela- 
ware, Lackawanna and Western, in 
1913, and has since been associated with 
that company with the exception of his 
military service in the World War and 
a short period immediately following 
with the Raymond P. Lipe Company, 
Toledo. Ag first lieutenant of infantry 
he was assigned to the 81st Division, 
Camp Custer, Mich., early in 1917, was 
promoted to captain in 1918, and is 
now commissioned a major of infantry 
in the Officers’ Reserve Corps. He has 
represented the Lackawanna at Toledo as commercial agent 
since March 15, 1922. 

Other officers elected by the Toledo Transportation Club are: 
L. S. Walter, T. M., The Dura Company, first vice-president; 
F. M. Shelton, superintendent, W. & L. E. Ry. Co., second vice- 
president; J. E. Rheiner, G. A., Nickel Plate, treasurer; E. C. 
Beaubien, T. M., The DeVilbiss Co., secretary. Executive Commit- 
tee: D. D. Desmond, T. M., Libbey Glass Manufacturing Com- 
pany; C. B. Tefft, traffic commissioner, Toledo Chamber of 
Commerce; W. J. Chisholm, T. M., Woolson Spice Company, 








G. A. Sargent, division freight agent, Pennsylvania, and N. S. 
Worrell, assistant traffic manager, American Zinc Oxide Com- 
pany, have been appointed delegates to the meeting of the Asso- 
ciated Traffic Clubs of America in Peoria by the Columbus 
Transportation Club. M. A. Keith, general traffic manager, In- 
ternational Stacey Corporation, and L. H. Mussman, division 
freight agent, Big Four, have been appointed alternates. 





Winston-Salem, N. C., will observe a “Transportation Week” 
beginning Tuesday, June 6, at which time the North Carolina 
Traffic League will hold its annual meeting. On Wednesday, 
June 7th, the annual meeting of the Southern Traffic League will 
be held there followed on June 8 by the spring meeting of the 
Southeast Shippers’ Advisory Board. On evening of June 8 the 
Winston-Salem Traffic Club will hold a banquet at the Robert E. 
Lee Hotel, to which all the visiting traffic representatives will 
be invited. For the benefit of visitors the club has also ar- 
ranged a golf tournament for that afternoon at the Forsyth Coun- 
try Club. President L. F. Owen of the club will preside at the 
dinner meeting. 





ACCIDENT PREVENTION AWARDS 


The class A award in the annual steam railroad accident 
prevention contest of the National Safety Council was awarded 
to the Chicago and Northwestern at a banquet in the Stevens 
Hotel, Chicago, May 22. The formal presentation of the award, 
a bronze plaque, was made to G. B. Vilas, general manager of 
the line. A plaque was also awarded to the Baltimore and Ohio 
Chicago Terminal as winner in the switching and terminal 
group. 

The Chicago and Northwestern was winner of the class A 
award in 1930 and in 1931 received the Harriman Gold Medal 
for Safety, the highest award given to any railroad, for having 
the best record among employes ever made by any class 1 rail- 
road in the United States and for doing the most in promoting 
life conservation and accident prevention of all kinds. It was 
barred from the National: Safety Council’s class A award in 
1931, as no road is allowed to win that two successive years. 
In winning the 1932 award, the North Western had a casualty 
rate among employes of 1.97, showing a reduction of 93.5 in 
the last nine years. 
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Work of the Traffic Man 


HE supplying of accurate information as to freight rates 

by rail, water, or truck, or by any combination of these, 
for the movement of a particular commodity between two 
given points is only 
one of the many 
duties of the _ up-to- 
date traffic manager, 
points out George W. 
Collins, general traf- 
fic manager of the 
Peters Cartridge Com- 
pany, manufacturers 
of small arms am- 
munition, King Mills, 
Ohio. 

Among other con- 
siderations that, he 
says, make it difficult 
even to approximate 
a definition, that will 
be generally recogniz- 
able, of the work of 
the traffic man, and 
that account for dif- 
ferences of procedure 
in different depart- 
ments, he cites the 
fact that selling prac- 
tices of the individual 
firm often dictate the 
nature of the rate and 
other information de- 
sired. 

“One concern will 
sell its product F.O.B. 
factory, another F. O. B. destination, and still another F. O. B. 
factory, with freight allowed or equalized with the producing 
point nearest the customer. There are even many variations 
going beyond this, such as equalization of rates on L. C. L. 
shipments with those applicable on carload shipments from 
competitive points, or equalization of rail rates with water and 
truck rates. The traffic manager may be called on to supply 
rate information in any one or all of these forms,” he explains, 
“depending entirely on the nature of the business and the 
sales practices in effect. Accordingly, not only does the nature 
of the information currently desired vary, but the ‘system’ for 
making it available must vary with the business.” 


Added to this, he says, some of the confusion at times 
associated with discussion of the work of the traffic man arises 
from individualities of another order. “The title, ‘traffic man- 
ager,’ is broadly used to cover anyone about the place who has 
anything to do with the shipment of goods,” he comments, “but 
there is a vast difference in the duties of these men in charge 
of traffic matters. In small concerns, the ‘traffic manager’ may 
be no more than a shipping clerk. In the large, well-organized 
company, the situation may or may not be entirely different, 
with a general traffic manager directly responsible for the rate 
‘geography’ of his company, determining, in a figurative sense, 
the actual geographical situation of the company with reference 
to raw materials, consuming markets, and competitors, through 
a close watch on the weave of the rate fabric and available 
transportation agencies and services.” 


These differences in the business being transacted, and 
company policies behind them, he suggests, are undoubtedly, 
in large measure, responsible for differences in rate filing pro- 
cedures in various offices. In that connection he refers to the 
system of checking freight bills employed by David Dunn, 
traffic manager of the William Wrigley Jr., Company, Chicago, 
which appeared in the Traffic World of April 15. Mr. Collins had 
some time ago used a system much like that described by Mr. 
Dunn, he said, but, in response to a need of more information, 
found it necessary to revise that system. 


“To dig up from the various tariffs carload and less-carload 
rates applicable from a number of competing points to each 
individual point of destination—practically from anywhere to 
everywhere—to be used in connection with a large volume of 
shipments, moving in any quantity and by varying routes, is 
entirely too slow a process to meet with modern business de- 
mands,” he says. To make it possible for the billing depart- 
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ment to function, some means of simplifying the process , 
supplying rate information must be devised. He does » 
question that Mr. Dunn’s system meets his own requiremey 
but adds that, for the business of the Peters Company, gg 
thing else is indicated. 

“Where one is handling a limited number of commodit 
as in my own case, the rate question can best be handleg 
transcribing the rates to suitable forms arranged for the 
ticular job,” he commented. “The form I have found y 
suitable is a sheet 12% inches by 8% inches, punched at ¢ 
left side for two-post spring filing. It is printed and 
to show class and commodity rates to various points from 
competing points. Space is provided for showing the minimy 
weight applicable in connection with the rate, the routs 
authority for the rate, and other remarks. The forms are fj 
in alphabetical order according to destination, subdivided 
to states and towns. 

“Under our system of freight equalization, the preparatig 
of these forms meant the transscription of thousands of frejgj 
rates, but, as Mr. Dunn says, while it required a great qe 
of time to block out the original forms, it was time well spe 
and has saved us many thousands of dollars. In my own ¢# 
partment, at least three additional rate men would be needed 
it were necessary to refer to tariffs for the individual rat 
wanted by our billing department. 

“An advantage of a form of the size I have described 
that it provides sufficient space to allow an old rate to stg 
for considerable time, which often serves to simplify 
adjustments that come up in connection with shipments of g 
earlier date. The form is so arranged that the point of orig 
may be printed at the left, with ruled blank spaces to insep 
such other points of origin as may be used in making co 
bination rates.” 

While he expresses himself as well pleased with the sy 
tem he is using, Mr. Collins points out that it would not serve 
in connection with a business involving many different com 
modities, such as, for instance, a general hardware stock. He 
says he has arranged another form, more compact in character, 
to handle rates based on a column percentage of first class, 
“Now that the tendency is to adapt all commodity rates to one 
of the established percentage columns, this class form will 
eventually become the only form,” he predicts. 


What Some of Our Clients Have to Say 
About Our Service 


Mr. B. J. Hamm, Manager, Service Dept., 
The Traffic Service Corporation, 
Washington, D. C. 


Dear Mr. Hamm: 

It affords me great pleasure to state that we highly 
value the excellent service you have rendered us in 
the past and which you continue to do. 

In view of the many items of legislation now 
pending, the constant changes taking place in the 
matter of freight rates, etc., I firmly believe your 
service should prove very valuable to both railroads 
and shippers. Your service insures for interested 
parties, information in advance of any other availa- 
ble means, and this is so very essential to the suc- 
cessful determination of many every day problems. 


Yours very truly, 


THE GULF COMPANIES 
(Signed) C. B. ELLIS. 


————————————————_[_ 
Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 
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or steam purposes the ideal coal should 
ave great heat content—little smoke—low 
Iphur content—low ash content—and suf- 
ient percentage of volatile hydro-carbons 
) permit easy ignition and consumption of 
e fixed carbon. 
he high quality of New River Coal for all 
eam purposes is recognized the world over. 
ecause of its particular fitness for naval 
urposes, New River Coal has been declared 
andard for the U. S. Navy. Commercial 
essels, too, in every corner of the globe 
nil under the steam generated by New 
iver Coal. 
S importance in industrial steam 


ses is no less significant. Mil- 


HESAPEAKE ann OHIO 


lions of tons annually pour into the bunkers 
of freighters at the Norfolk piers of the 
C. & O. and sail up the coast to New Eng- 
land factories. Other millions roll out on 
the endless streams of cpal cars of the C. 
& O., for swift delivery to the industrial 
centers of the country. At Presque Isle, 
Toledo, Ohio, the most modern equipment 
in the world transfers the black gold 
from C. & O. cars into the holds of Great 
Lakes vessels destined for middle-western 
industries. 
Wherever coal is used, the fame of New 
River Coal—and the “on-time” 
delivery of C. & O. freight service 


are established. 


PAGE 1053 





PAGE 1054 


Digest of New Complaints 


25973. Walter S. Franklin and Frank C. Nicodemus, Jr., re- 
ceivers of Wabash Railway Co., St. Louis, vs. Kansas City Ter- 
minal Ry. Co. f ; 

Allege that the terms and provisions of an operating agreement 
and supplements thereto under which the Wabash has been using 
the union passenger station at Kansas City, Mo., are unjust, 
inequitable and burdensome to such an extent that they, the re- 
ceivers, have given notice that they will not adopt or be bound 
by their terms, Ask the Commission to issue an emergency serv- 
ice order under section 1 (15) permitting them to continue the 
use of the passenger station pending determination by the Com- 
mission of the terms and conditions under which the Wabash 
may continue to use the station. 

No. 25974. W. H. Daugherty & Son Refining Co. et al., New York, 
N. 2. Ve. B. & OL @t al. J 

Rates, fuller’s earth, points in Ga. and Fla. to Franklin and 
Petrolia, Pa., in violation section 1. Ask rates, by the ton, not 
exceeding $7.84 from Attapulgus, Ga., and Jamieson, Fla.; $8.13 
from Midway and Quincy, Fla.; and $8.99 from Fairfield and 
Superior, Fla., and reparation. 

No. 25975. Dryden Rubber Co. et al., Chicago, Ill., vs. B. & O. et al. 

Rates, crude rubber, from New York Harbor points to Chicago 
in violation of, prior to February 1, 1923, sections 1, 3 and 4, 
the undue prejudice being in favor of points in Pa., O., Mich., 
Ind., Mo., Ia., and Ill., particularly points in the Akron, O. group, 
in that complainants had to pay fourth class rates, while their 
competitors had fifth class rates. Ask reparation. 

No. 25976. S. Birkenstein & Sons, Inc., Chicago, Ill, vs. B. & O. 
Chicago Terminal et al. 

Rates, spent litharge, Whiting, Ind., to St. Elmo, Ill., and re- 
consigned to Collinsville, Ill., in violation of sections 1 and 3, 
the third section violation being alleged to be a preference for 
a higher grade of scrap lead. Asks rates and reparation. 

No. 25977. American Flange & Manufacturing Co., Chicago, IIl., vs. 
a FT & @. ¥. 0 a. 

Rates and charges in violation sections 1 and 6, caps used to 
cover barrel bungs, between points in Ill. and points in Pa., Okla., 
O., La. and Tex. Asks reasonable ratings and reparation. 

No. 25978. Northern Sash & Door Co., Hawkins, Wis., vs. M. St. P. 
& S. S. M. et al. 

Charges in violation section 6, mixed carloads, sash, S. U. and 
K. D., doors, and mouldings, Hawkins, Wis., to points in IIl., 
Eastern trunk line and New England territories, which com- 
modities are manufactured from lumber originated at points in 
Wash., Ore., and Ida. Asks cease and desist order and repara- 
tion. 

No. 25979. In the matter of the application of the Chicago & North 
Western Railway Co., Chicago, St. Paul, Minneapolis & Omaha 
Railway Co., Wisconsin Central Railway Co., by A. E. Wallace, 
its receiver, and Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Co. operating Wisconsin Central as agent, for authority to 
pool passenger train revenues and service between ‘Duluth, Su- 
perior, and Lake Region points and Chicago-Milwaukee. Appli- 
cants ask commission to approve pooling of passenger service in- 
dicated, division of earnings thereof, and the interchangeability 
of tickets, asserting that the proposed arrangement will be dis- 
tinctly in the interest of better service to the Public, that it will 
effect economy and operation, and that it will not unduly restrain 
competition. 

No. 25923, Sub. No, 1. The Bayly-Underhill Manufacturing Co., Den- 
ver, Colo., vs. C. B. & Q. et ail. 

Unreasonable rates, denims, in original piece, Erwin, N. C., and 
Rock Hill, S. C., to Denver, Colo. Asks rates and reparation, 
No, 25980. Idaho Grimm Alfalfa Seed Growers’ Association, Black- 

foot, Ida., vs. A. & R. et al. 

Unreasonable rates and charges, alfalfa and/or clover seed, 
points in southern Idaho, to points in Colo., Conn., Del., IIL, 
Ind., Ia., Kan., Ky., Me., Md., Mass., Mich., Minn., Mo., Neb., N. H., 
IN. dy I, By NN. DB, O., Ore., Pa., Utah, BR. L, Vt., S&S. D., Va., 
W. Va. and Wis. Asks rates and reparation. 

No. 25981. Dawson Produce Co. of Texas et al., Amarillo, Tex., vs. 
aA, Tt. & &. FF. Ot al. 

Rates in violation setcions 1, 2, 3, 4 and 8, fresh apples, points 
in Wash. to Amarillo, Tex., as compared with rates to other 
points in Tex. and to points in N. M. and Kan. Ask rates and 
reparation. 

No. 25982. Surcharges on intrastate traffic within the state of Iowa. 

No. 25983. Surcharges on intrastate traffic within the state of Kansas. 

No. 25984. Surcharges on intrastate traffic within the state of Nevada. 

No. fo Surcharges on intrastate traffic within the state of North 

ota. 

No. ery Surcharges on intrastate traffic within the state of South 

akota. 

No. 25987. Surcharges on intrastate traffic in the state of Washington. 

The preceding six dockets are thirteenth proceedings instituted 
by the Commission as the result of refusal of the state commis- 
sions in the states named, to permit continuation of Ex Parte 103, 
surcharges on intrastate traffic. 


No. 


MEDAL OF HONOR AWARD 


Secretary McGinty, of the Commission, has announced that 
upon recommendation of the committee on award of medals of 
honor, approved by the Commission, the President has awarded 
a medal of honor to William G. Lang of Sandusky, Ohio. This 
medal was awarded under the act of February 23, 1905, which 
provides for bronze medals of honor to be awarded for out- 
standing feats of bravery in connection with the saving of life 
upon railroads. Continuing, Secretary McGinty said: 


On August 24, 1932, as Lake Shore Electric train No. 207, ap- 
proached Stop No. 86 near Lorain, Ohio, travelling at a speed of 
about 60 miles an hour, William G. Lang, motorman of this train, 
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observed an object on the track ahead. Realizing suddenly that th 
object was a child who had been sitting between the rails of th 
track, he did all he could to stop the train; knowing, however, th; 
would be impossible before reaching the child, he opened the tp. 
door on the right hand side of the car, swung himself onto the fron 
fender and with his body resting across the draw-bar, lifted the chili 
to safety. Motorman Lang received an injury to his back Whics 
necessitated medical attention and absence from duty for about tj, 
weeks; the child received a fractured hip and_ lacerations of the 
head, as a result of her body swinging against the draw-bar as she 
was lifted from the track. “a 

Thirty-nine medals of this character including the one abo, 
mentioned, have been awarded since the enactment of the medals , 
honor act in 1905. “a 


RAIL FUEL COSTS 

Total cost of coal and fuel oil consumed by Class I steay 
railroads (switching and terminal companies not included) j 
road train and yard switching services in the three months enig 
with March amounted to $37,020,210 as compared with $46,989 51 
in the corresponding period of 1932, according to compilation, 
made by the Bureau of Statistics of the Commission. The toty 
cost for March was $12,173,019 as compared with $16,154 6% 
in March, 1932. 


TRANS-ATLANTIC PASSENGER PROBLEM 

Members of the Shipping Board conferred informally with 
members of the Trans-Atlantic Passenger Conference May 22 jy 
regard to reported practices of German steamship lines of gel. 
ing in the United States passenger tickets at a discount of }; 
per cent through the acceptance of registered marks, with , 
view of determining whether rules and regulations should te 
promulgated by the board pursuant to section 19, of the me. 
chant marine act, 1920. 


CHINESE MARKING OF ORIGIN REGULATIONS 

The Chinese government has amended the marking-of-origiy 
regulations to the extent that use of the language of the cou. 
try of origin will be permitted in the marking of imported 
goods, in lieu of Chinese characters as originally provided for, 
according to a radiogram received in the Department of Con. 
merce from Commercial Attache Julean Arnold, Shanghai. 

The regulations requiring an indication of the country of 
primary origin on all imported articles, as well as their con 
tainers and packing,. with certain exceptions, are to become 
effective January 1, 1934. 


What Some of Our Clients Have to Say 
About Our Service 


JUST A STEP IN THE FORE 


Other sources from which traffic advice emanates 
may falter at times—our “Watching” Service seldom 
does. Expedition is an important factor in correct 
business management. 


CHEVROLET MOTOR COMPANY 
General Motors Bldg. 
DETROIT, MICH. 
File 50-S, 


Steel Commodity Rates. 


Traffic Service Corporation, 
810 Mills Bldg. 
Washington, D. C. 


Gentlemen: I appreciate receiving from you, 
copy of the Commission’s mimeographed decision in 
Docket No. 15110, Jones-Laughlin Steel —_ 
v. Baltimore & Ohio Railroad Company et al. 

We were greatly interested in the outcome of this 
case and as yet decision has not been furnished us 
by the Commission so that your action in mailing a 
copy to me is very pleasing and appreciated. 

Yours very truly, 
(Signed) C. R. SCHARFF, 
EFS:DS Traffic Director. 


————————————_—_—_———————SaSaaEEE 
Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 
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HEN lambs are taken from 

the blue grass fields of South- 
west Virginia and delivered to the 
Norfolk and Western Railway, they 
become passengers, in every sense 
of the word. Unusual care is taken 
that these fleecy passengers may 
have a comfortable, speedy and safe 
trip. They are bedded down in clean, 
carefully prepared stock cars. They 
are watered, fed and exercised at 
proper intervals, and carried to the 
markets of the East and Midwest in 
fast merchandise trains that operate 


onprecise, passenger-like schedules. 

Stock raisers and buyers of live 
stock know what it means in dollars 
and cents to have lambs properly 
cared for while they are in transit. 
Precision Transportation has de- 
veloped a system that meets 
every requirement of the most ex- 
acting shipper. 

Ask the Norfolk and Western 
representative nearest you—he will 
be glad to describe in detail how 
and why these fleecy passengers 
arrive at their destinations in clean, 
healthy and prime condition. 


NORFOLK AND WESTERN 
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A New Member 
in the Tribe of the CHIEF 


—THE RANGER 


In routing your people to and from Chicago, 
the Southwest and the Pacific Coast this sum- 
mer use the Santa Fe. 


One night on any sleeper is not hard, but 
twenty-four hours or more on the road, is a 
pleasure only when everything, from road bed 
to diner service, is right. 


You know what every one says about the 
Santa Fe service—and most of our travellers 
are with us more than twenty-four hours— 
many of them for three nights and two days. 
They come back to us year after year so we 
judge that they like travelling by Santa Fe. 


Between Chicago's World's Fair and Oklahoma 
and Texas there is now the Ranger (which also 

rovides through service between Texas, Okla- 
a and Colorado), a fast, new member of 


the tribe of the CHIEF. 


Incidentally, when routing shipments, bear in 
mind that the same general policies and stand- 
ards that have made Santa Fe passenger service 
popular with the travelling public govern 
Santa Fe freight service—a good reason for 


routing 
Via 


SANTA FE 


One Line All the Way— On Time 
e 


The Traffic World 


Personal Notes 


M. Inouye, assistant manager of the New York office of 
Osaka Shoshen Kaisha (O. S. K. Line) for the last nine ye, 
has been notified of his promotion to the post of manager of 4 
company’s office at Shanghai. In order to have sufficient ty 
for a vacation in his mother country before taking up his dut 
at Shanghai, he is planning to leave New York about June 1), 

Gilbert G. Budwig, director of air regulation of the aerony 
tics branch, Department of Commerce, has submitted hig rey 
nation to the Secretary of Commerce. He has been with ag, 
nautics branch of the department since shortly after its orgy 
ization under the air commerce act of 1926. 

The office of real estate agent at Chicago, Burlington, fy 
merly held by O. F. Scudder, who died, has been consolidate 
with the office of tax agent at Chicago and Alfred E. Patten }; 
been appointed real estate and tax agent. 

Arch Seidl, formerly vice-president of the Consolidated Nay 
gation Company, is now secretary and treasurer, Potts and (; 
lahan, a Baltimore, Md., firm of contractors. 

Roy B. White, recently elected president of the Westen 
Union Telegraph Company, has resigned as president of thd 
Central of New Jersey. 

Edward Hart, Jr., has been appointed freight traffic manage, 
Baltimore and Ohio and the Alton Railroad, at Chicago. 

The Lackawanna Railroad announces the promotion of sever; 
officials of the freight traffic department, effective June 1: A. } 
Wallace will become assistant to the general freight traffic man 
ager; Maurice Williams will become assistant freight trafi 
manager, the successor of Mr. Wallace; William J. Daily wil 
become general freight agent, the successor of Mr. Williams; 
J. F. Rydene will become general coal freight agent, the su 
cessor of Edward S. Giles, who died. The headquarters of thes 
officials will be at New York. Effective June 1, fifteen employe 
of the company will be pensioned. They include Charles } 
Tinsman, division passenger agent, Scranton, Pa., after servic 
of forty-one years and nine months; Smith A. Mead, agent q 
Marathon, N. Y., after service of thirty-nine years and tw 
months; Charles T. Kyle, district claim agent, Dover, N. J. 
after service of forty-seven years and seven months. 


Your Tariff File— 


Is it Complete and 
Up-to-the-minute? 


The routine work of your department should 
include the regular checking of the following 
data from the files of the Interstate Commerce 
Commission and the Shipping Board: 

New Tariffs, Supplements and Classifications 

Rejections and Suspensions 

Fourth Section Applications and Orders 

Short Notice Applications and Permissions 
and also the 


Consolidated Classification Docket 
Railroad Rate Committee Dockets 


All of this information is now promptly printed 


in 
THE DAILY TRAFFIC WORLD 


and 


THE WEEKLY TRAFFIC BULLETIN 


Samples and full information free on request 
THE TRAFFIC SERVICE CORPORATION 


Publishers of THE TRAFFIC WORLD 
418 South Market Street Chicago 
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Docket of the Commission 


STO) Se 


been added since the last issue of The Traffic World. New 
ments now on the Commission’s docket of dates later than 
shown will not bear asterisks when they do appear. Cancellat 
and postponements announced too late to show the change in 
oO r Docket will be noted elsewhere. 


ox 31—Argument at Washington, D. C.: 
inance No. 9469—Toledo & Western Ry. proposed abandonment, 
Finance No. 9601—C. B. & Q. R. R. Abandonment. 


of & 
} r 5% June 1—Argument at Washington, D. C.: 
1. & S. 3659—Potato rates in W. T. L. territory. 


24733—Board of Railroad Commissioners of State of S. D. vs, 4.7 
& S. F. Ry. et al. 


June 1—Washington, D. C.—Examiners Stiles and Wilkinson: 
15682—-Missouri-Kansas-Texas R. R. vs. Kansas City Termina] Ry, 


Houston 1S logically the coming rice port June 1—Washington, D. C.—Examiner Burslem: 
of America for several important reasons: 1. & &. Sa2—-Stopping of coal at DeCoursey, Ky. 


June 1—Washington, D. C.—Examiner Molster: 
wae No. 9109—Grand Trunk-Pennsylvania Lake Michigan (Cy 
erries. 
a. No. 9110—Grand Trunk-Pennsylvania Transportation () 
control. 
H Finance No. 9111—Muskegon Ry. & Navigation Co. Operation. 
1. Location oo '. 9112—Grand Trunk Western R. R. extension (further 
earing). 
ee =, 9826—Application Grand Trunk-Pennsylvania Trans. 
. * portation Co. 
It is the nearest major o - the — June 1_Washington, D. C.—Bxaminer Burroughs:, 

. ; ] ’ aluation oO. n re: Valuation of the Rock Island Southern 
rice producing regions 0 exas an Ry. and Galesburg & Western R. R. (further hearing). 
Louisiana. June 2—Argument at Washington, D. C.: 

15007 (and Sub. 1)—Pittsburgh Coal Producers’ Assn. et al. vs. Ash 


land Coal & Iron Ry. et al. 
June 2—Washington, D. C.—Examiner Weems: 
| R d * 7 of —— at Chicago and Northwestern et al 
® A or authority to pool passenger train revenues, etc. 
2. Rai ate vantages June 6—Washington, D, C.—Examiners Fuller and Hill: 
25884, Sub. 7—Cochrane Corporation vs. C. R. R. of N. J. et al. 
“7 > a oe b tay eo ane h 
48 . ; ertilizers an ertilizer materials between Southern point 
Distinct rate advantages over 5 trunk lines 23177 (and Sub. 1)—Carolina Button Corporation vs. A. & Y. RB 
and numerous branch lines from all parts et al. 


24252 (and Sub. 1)—George K. Hale Mfg. Co. et al. vs. A. & Y. Ry , 
: _ : gy 
of the Southwest make it a distinct advan 24172—Carolina Button Corp. vs. A. A. R. R. et al. 


25147—-Geo. K. Hale Mfg. Co. et al. vs. Alton R. R. et al 
tage to route through Houston. 1. & S. 3725—and ist supplemental order—Bones from, to and be 
tween southern points. 
1. & S. 3747—Bones from, to and between southern points. 
25477—Carolina Button Corporation vs. A. & Y. Ry. et al. 


® . June 6—Washington, D. C.—Examiner Rogers: 
3. Steamship Service 1. & S, 3880—Allowance for switching at Metropolis, Ill. 
25681—Joyce-Watkins Co. vs. C. B. & Q. R. R. 
k WMS (nna Gun Imag Co —;— w w 
an ub. no. H. Hea o. vs. N. & A 
No matter where your reat sa me 25761 _ : wy a ee Chamber of Com- 
merce et al. vs. C. . Ry. et al. 
reach it — a aan Ys he or 25785 (and Sub. i to 16, incl.)—A. S. Nowlin & Co. et al. vs. C.4 
. Ry. et al. 
regular sony rom ouston every a M. Dae. wanes as Guss Dull and the Guss Dul 
ransfer Co, vs. C. a 
part of the g obe. 25820—Traffic Bureau-Lynchburg Chamber of Commerce for Alberti 
& Co. vs. N. & W. Ry. 


June 7—Wabasha, Minn.—Minnesota Railroad & Warehouse Con: 

mission: 
4 Facilities Finance No. 9731—Application C. M. St. P. & P. R. R. for permis 
s 


sion to abandon its line between Midland Junction and Zumbn 
Falls, Minn. 


wile r June 7—Washington, D. C.—Examiner Lawton: 
Houston offers every facility for handling Fourth Section Application No. 15047—Filed by H. B. Cummins. 


° : e J 7—Washington, D. C.—Examiner Colvin: 
this commodity at a profit to you; and the -98753—Wheeling Steel Corp. vs. Alton R. R. et al. 


i i i j i June 7—Washington, D. C.—Examiner Peterson: 
sere nies shipment . of wr" through this 25778—Penn Anthracite Mining Co. vs. C. R. R. of N. J. et al. 
port give every indication that June 7—Washington, D. C.—Examiner Wilson: 
25895—-Risser and Rabinowitz, Inc. vs. A. C. L. R. R. et al. 
June 7-8 and 9—Argument at Washington, D. C.: 
17000—Part 13—Salt, Rate Structure Investigation. (and case 
grouped therewith). 


June 8—Washington, D. C.—Examiner Cooper: 
23814—-Atlantic Refining Co. vs. A. & W. P. R. R. et al. 


June 8—Washington, D. C.—Examiner Mullen: 
9200—Railway Mail Pay—Application of New Jersey & New Yot 
R. R. 


1 4 ti a to become June 9—Washington, D. C.—Examiner Peterson: 
Is es ne 25614—Thomas H. Jaggers, under the firm name and style of Th 
Jaggers Coal Co. et al. vs. C. R. R. of N. J. et al. 
June 9—Washington, D. C.—Examiner Colvin: 
T hm F 25415—Wheeling Steel Corp. vs. A. C. L. R. R. et al. 
June 9—Washington, D. C.—Examiner Wilson: 
25857—High Point Paper Box Co. vs. Southern Ry. 


June 9—Nashville, Tenn.—Railroad and Public Utilities Commissioa 
of Tennessee: to 
oO * Finance No, 9380—Application, L. & N. R. R. for permission 
abandon its line between Iron City and Pinkney, Tenn. 
June 12—Washington, D. C.—Examiner Cooper: nal 
25672—(Wilmington) Chamber of Commerce, Delaware, on be 


of Curtis Paper Co. vs. B. & O. R. R. et al. 
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Fourteen Trunk Line 9 
Railroads Use P. & P. U. 
Railway at that Point for 
the Interchange of Freight. 


You are getting fast line hauls—save inter- 
change time by routing your shipments 


o SS TK Via “P. and P. U. Ry. 


and Peoria, Ill.” 


Peoria is the logical transfer point for traffic 
moving in every direction. 


an Car 


ion Cp, 


[/ 


yn. . . . . 
‘further All intermediate switching charges are ab- 


sorbed by the line haul railroads. 


VN 


Trans. 
If you would like further information, 
address 


E. F. Stock, Traffic Manager 


PEORIA and PEKIN UNION 
RAILWAY COMPANY 


Union Station, Peoria, Illinois 


outhern 


8. Ash- 


1 et al 


Switching Service Between: 


Peoria & Pekin Union Ry. Co. illinois Central R. R. 

Alton R. R. Illinois Terminal R. R. System 
Atchison, Topeka & Santa Fe Ry. Inland Waterways Corporation 
Chicago & Nerth Western Ry. Minneapolis & St. Louls R. R. 
Chicago, Burlington & Quiney R.R. New York, Chicago & St. Louis R. R. 
Chicago & Illinois Midland Ry. Pennsylvania Railroad 

Chicago, Rock Island & Pacific Ry. Peoria Terminal Company 

Cleve., Cin., Chi. & St. Louis Ry. Toledo, Peorla & Western R. R. 


GREAT LAKES TRANSIT 
CORPORATION 


223 Erie Street BUFFALO, N. Y. 


Ship your freight via Great Lakes Transit Corporation and have it move on 
scheduled sailings. Rates all-water and lake-and-rail between Eastern and 
Western points, including the Atlantic Seaboard and the Pacific Coast, reflect 
substantial savings under all-rail. 

PROPOSED SAILINGS FOR JUNE, 1933 


LAKE SUPERIOR 
DIVISION 


| Atterbury 
Chambers 
Scandrett 


SS 


- BUFFALO /3 
. CLEVELAND 6/4 
6/3 |6/5 
6/6 
6/7 

6 


6/9 |6/11 
6/11|6/13 


6/11/6/13/6/15|6/17/6/19)|/6/21/6/23/6/26|6/27|6/29)/7/1 
0||6/12/6/14/6/16/6/18|6/20)|6/22/6/24/6 /26/6/28|6/30)/7/2 
1/16 /13/6/15|6/17/6/19/6/21)|6/23|6/25|6/27\6/29/7/1 |\7/3 
2||6/14/6/16|6/18|6/20|6/22)|6/24/6/26|6/28/6/30|7/2 ||7/4 
3}|6/15|6/17|6/19|6/21/6 /23||6/26|6/27|6/29)7/1 |7/3 ||7/5 
5)|6/17|6/19|6/21|6/23|6/25||6/27/6/29/7/1 |7/3 |7/6 ||7/7 |7/9 
7||6/19|6/21|6/23/6/26|6/27||6/29|7/1 |7/3 |7/6 |7/7 ||7/9 |7/11\7/13 
9}/6/21|6/23|6/25|6 /27\6/29)|7/1 |7/3 |7/6 \7/7 |7/9 \\7/11/7/13|7/16 


Mero O-I1R oI 

oc 

a iy a i ie 
pe ee Pe 
| all ell aul oad 


AAAAAQAARD 
nt i gS. 


i. 
[ alata 


LAKE MICHIGAN q\¢4 3 
DIVISION F 
§|4|8 a\é 


onners 


6/6 16/8 |6/10)|6/12/6/14/6/16|6/18|6/20)/6/22)6/24|6/26|6/28|6/30)/7/2 
. 6/7 16/9 |6/111|6/13|6/15|6/17|6/19|6/21}16 /23/6/25)6/27|6/29)7/1 |17/3 
ission , 6/8 |6/10/6/12}/6/14/6/16/6/18|6/20/6/22)|6/24/6 /26|6/28|6 /30)\7/2 
. 6/10|6/12/6/14//6/16|6/18}6/20)/6/22/6 /24)/6/26|6/28)/6/30|7/2 |7/4 
on . PIER 6/10/6/12/6/14/}6/16/6/18)/6/20)6/22/6 /24)/6 /26|6 /28)6/30}7/2 
/11}6/1316/15}|6/17/6/19)6/21|6/23}6 /25}/6/27)6/29)7/1 |7/3 
6/9 \6/11/6/13/6/15)16/17|6/19)6/21)6 /23|6/26)}6/27/6/29)7/1 7/3 
6/8 |6/10/6/12/6/14/6/16}16/18|6 /20/6/22/6/24/6/26)|6/28|6/30)7/2 |7/4 7/8 
6/11/6/13/6/15/6/17|6/19}16/21/6/23/6/25)6/27/6/29)|7/1 |7/3 |7/6 |7/7 7/11/7/13/7/15 
6/11|6/13|6/15|6/17|6/19}|6/21/6/23|6 /26|6/27/6/29)/7/1 |7/3 [7/6 |7/7 7/11|7/13|7/15 


pehall 
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SHIPPERS 
STEAMSHIP LINES 


FREIGHT 
FORWARDERS 


* 
nnouncement 


Beginning June 1, the date on which all the inter- 
coastal steamship tariffs must be on file with the U. S. 
Shipping Board, the following information will be 
added to the regular contents of the Weekly TRAFFIC 
BULLETIN and the Daily TRAFFIC WORLD and 
TRAFFIC BULLETIN: 


SHIPPING BOARD TARIFFS—Intercoastal 


Tariffs covering actual steamship rates and 
rules applying on intercoastal traffic moving 
through the Panama Canal. 


SHIPPING BOARD SHORT NOTICE APPLICATIONS 


Applications filed with the board by intercoastal 
steamship carriers for permission to change 
their tariffs on less than statutory notice. 


SHIPPING BOARD SPECIAL PERMISSIONS 


Permissions granted to intercoastal carriers by 
the board to make changes in their tariffs on 
less than statutory notice. 


SHIPPING BOARD SUSPENSION ORDERS 


Orders issued by the board suspending the op- 
eration of the intercoastal schedules shown pend- 
ing investigation. 


SHIPPING BOARD ORDERS VACATING SUSPENSION 


Orders issued by the board vacating suspension 
of the intercoastal schedules shown. 


TARIFFS RETURNED BY THE SHIPPING BOARD 


Intercoastal schedules returned by the board to 
the carrier or publishing agent for correction or 
rejected account illegal. 


These new features are PLUS VALUE for subscrib- 
ers. If you want to keep your tariff file complete and 
up-to-the-minute, and avoid the loss of time and money 
caused by missing tariffs and supplements, subscribe 
NOW! Send for sample copies and complete informa- 
tion to 


THE TRAFFIC SERVICE CORPORATION 


Publishers of 
The Traffic World 
The Traffic Bulletin 
The Daily Traffic World and Traffic Bulletin 


418 SOUTH MARKET STREET CHICAGO 


Vol. LI, No, 


June 12—Washington, D. C.—Examiner Crowley: 
25952—-Perishable Shippers’ Association, Inc., vs. Baltimore & » 
ern R. R. et al. : 
June 12—Washington, D. C.—Examiner Disque: 
* 25982—Surcharges on intrastate traffic within the state of Ig 
June 13—Washington, D. C.—Examiner Sullivan: 
25458 and Sub. 1—Granite Cordage Co. et al. vs. Southern Ry, ¢ 
June 13—Washington, D. C.—Examiner Crowley: 
25817—Manufacturers’ Association vs. A. & W. Ry. et al. 
June 13—Tallahassee, Fla.—Railroad Commission of State of Fy 
* Finance No. 9813—Application S. A. L. Ry., East and West 
Ry., and receivers of said companies for permission to abapy 
that part of the East and West Coast Ry. between Arcadig 
Manatee, Fla. 
June 13—Washington, D. C.—Examiner Disque: 
* 25983—Surcharges on intrastate traffic within the state of } 
June 14—Washington, D. C.—Commissioner Eastman: 
25705—Accounting rules of telephone companies. (adjourned heariy, 
June 14—Washington, D. C.—Examiner Sullivan: 


25418—Eastern Shore of Virginia Produce Exchange, Inc., ys, 4 
R. R. R. et al. 


June 14—Argument at Washington, D. C.: 

Finance No. 8481—In the matter of the determination of the 
mercial value of the B. C. G. & A. R. R., pursuant to the re 
of the Commission, dated January 14, 1929, in Finance No, jf 
N. Y. C. R. R. Unification. 

23972—_R. W. Burch, Inc., et al. vs. Ry. Express Agency, Inc., ¢e 
(and cases grouped therewith). 


7, + een N. J.—Board of Public Utility Commissioner , 


* Finance No. 9461—Application C. R. R. of N. J. for permission, 
abandon a branch line of railroad extending from a point np 


Belford Station southerly to a point on the Navesink River, g 
in Monmouth County, N. J q 


June 14—Washington, D. C.—Examiner Witters: 
25135—Increases in intrastate freight rates and charges, part 
Louisiana (further hearing). 


June 14—Washington, D. C.—Examiner Disque: 
* 25986—Surcharges on intrastate traffic within the state of §. D, 


June 15—Argument at Washington, D. C.: 

21080-Sub. 3—Allton Automobile Co. et al. vs. A. & S. Ry et al. 
21080-Sub. 4—Andrew County Oil Co. et al. vs. A. & S. Ry. et al 
21080-Sub. 5—Gilliam Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
24570—Leslie Gamble et al. vs. Pa. R. R. et al. 

Absorption of drayage and trucking charges by St. La 
, ry =, a. et al. 
‘ . elivery charges absorbed by St. L. S. W. Ry. 
1. & S. 3826—Delivery charges absorbed by St. L. S. W. Ry. 


June 15—Washington, D,. C.—Examiner Brennan: 
1. & S. 3883—Bags and Bagging—Norfolk, Va., to western points, 


June a, Minn.—Minnesota Railroad & Warehouse Con 
mission: 
* Finance No. 9782—Application C. St. P. M. & O. Ry. for permis 


sion to abandon a branch line between Luverne, Minn., a 
Doon, Ia. 


June 15—Washington, D. C.—Examiner Witters: 


* 25135—Increases in intrastate freight rates and charges, Part 1b 
Texas (further hearing). 


June 15—Washington, D. C.—Examiner Cheseldine: 
* 25985—Surcharges on intrastate traffic within the state of N. 


June 16—Argument at Washington, D. C.: 
24924--Carpenter-Hiatt Sales Co. et al. vs. A. T. & S. F. Ry. et 
17000—Part !I1—Western Trunk Line Class Rates. 
19195—Alliance Chamber of Commerce et al. vs. A. & R. R. R. etl 


June 16—Washington, D. C.—Examiner Cheseldine: 
* 25984—Surcharges on intrastate traffic within the state of Nevaii 
* ——e on intrastate traffic within the state of Was 
ington. 
June 17—Argument at Washington, D. C.: 
23298—Miller Manufacturing Co. vs. A. C. R. R. et al. 
1. & S. 3788—Building material, wooden, from Richmond, Va. 


June 17—Washington, D. C.—Examiner Cheseldine: 
* 25135—Increases in intrastate freight rates and charges, part 1} 
Utah (further hearing). 
June 19—Argument at Washington, D. C.: 
25077—Jamestown, N. Y., Chamber of Commerce et al. vs. J. W.é 
nN. W. me Bt SL 
25340—Hansen Packing Co. vs. B. & O. R. R. et al. 


June 19—Washington, D. C.—Examiners Hosmer and Dillon: 
24160—In the matter of divisions of joint interterritorial rates 
tween Official and Southern territories (adjourned hearing). 


June 20—Washington, D. C.:Examiners Fuller and Hill: 
25972—H. B. Smith Co. vs. C. B. & Q. R. R. et al. 
25587—Virginia Glass Sand Corporation vs. A. C. & Y. Ry., et al 
22907—Illinois Silica Sand Traffic Bureau vs. A. C. & Y. Ry. e# 
25828—Federal Bearings Co., Inc., vs. C. B. & Q. R. R. et al. (all 

cases grouped therewith.) { 
25639—Illinois Silica Sand Traffic Bureau vs. A. & W. Ry. e# 
a on ern Pennsylvania Anthracite Co. vs. C. R. R. of %. J. 
et al, 
25813—Corning Glass Works vs. Pa. R. R. et al. 
25971—Kelley Plasterboard Co. vs. C. R. R. of N. J. et al. j 
24309—Malleable Iron Range Co. vs. C. M. St. P. & P. R. R. e® 


June 20-21—Argument at Washington, D. C.: 
22823—. 


. 


F. S. Royster Guano Co. vs. B. & O. R. R. et al. (and catty 


grouped therewith). ; 
June 21—Washington, D. C.—Examiner Disque: 
* |, & S. 3886—Cast iron pipe from Ohio to Ind. and IIl. 
June 22-23—Argument at Washington, D. C.: 
25565—Investigation of the Seatrain Lines, Inc. 
June 24—Argument at Washington, D. C.: don 
Finance No. 9135—Colorado & Southern Ry. et al. proposed abandd 
ment. 












Earned 


Popularity 


The popularity of the American Mail Line 
with shippers to and from the Orient has 
been earned by giving years of splendid 
service, regular schedules, frequent sailings, 
expert handling of merchandise and speed 
over shortest routes to and from those vast, 
he ¢ yet-to-be-developed Oriental markets. If you 
1@ rep are not already familiar with the great time 
Nv saving made on merchandise shipped via 
SEATTLE and the American Mail Line call 
an American Mail Line agent today. 












ce, et 






a NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 


I 3 DAYS 


S.S. CALIFORNIA S.S. VIRGINIA 
Ss. S. PENNSYLVANIA 


Itinerary: New York-Havana-Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
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automobiles uncrated as baggage. 


Proposed Sailing Dates 


Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 


California . . June 10; July 22 Virginia . . .June 3; July 15 












A President Liner sails from Seattle every other 
Saturday; one arrives in Seattle every other 
Tuesday. Schedules regular as clockwork. Serv- 
ice augmented by fleet of fast cargo liners to ports 
of Japan, China and the Philippines. 


Nersg ¢ 


ssion 
nt Nea 
iver, 












For information, apply desk No. 6 














re New York Virginia . . . June 24; Aug. 5 Pennsylvania. June 17 ; July 29 
art § 1714 Dime Bank Bldg......cccsee- Detroit Pennsylvania. July 8; Aug. 19 California . .July 1;Aug. 12 
110 Se, Denreern Bt. ccc ccccccsces Chicago " 
Union Trust Bldg. Arcade....... Cleveland and fortnightly thereafter 
‘from Les Angeles 2nd day followi 
S. D, General Freight Office . us _ 
740 Stuart Building ...ccccccccccoes Seattle 


fanama facifie line 


* ALL NEW STEAMERS * 


INTERNATIONAL MERCANTILE MARINE COMPANY 
Pier 61 North River, New York City Cleveland, 1000 Huron Road 





AMERICAN 
















(West 23rd St.) Tel. CHelsea 3-6760 1 Broadway, New York City 
Chicago, 216 North Michigan Ave. Tel. Digby 4-5800 
fanaa I = Washington Blvd. —-, 84 —— Lg b Bide 
: : iladelphia, 1616 Walnut Street Baltimore, Baltimore 8 b 
76 offices in 22 countries at your service Pittsburgh, Arcade, Union Trust Bldg. © Los Angeles, 548 8. Spring St. 
San Francisco, 687 Market St. San Diego, 1030 Fourth St. 















Welcome 


to 


Hotel Pere Marquette 


UNITED FRUIT 


GREAT 
WHITE 
FLEET 







Tash 


Regular Freight and Passenger Service 
BETWEEN 


New York, New Orleans, Boston and San Francisco 
AND 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 
Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
bills of lading to all points. 
Shipments to El Salvador handled expedi- 


tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 







Headquarters 


Associated Traffic Clubs 


of America 










For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


Py Pler 3, North River, New York, N. Y. 
crear 'l 1001 Fourth 8t., 111 W. Washington 8t., 






June 5, 6, 7, 1933 










General Offices: One Federal Street, Boston, Mass. 






. 7. . s 

: Peoria, Illinois y were | San Francisco, Callf. Chicage, Il. 

8 otc Long Wharf, 321 St. Charles St., 
‘i: Boston, Mass. New Orleans, La. 

. 

H 
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DLE 


LAKE LINES 
DETROIT & CLEVELAND NAVIGATION Co. 


DETROIT, MICH. 
Daily Fast Freight Service at Low Marine Insured Rates 


All classes of merchandise and automobiles carried. 
Steamers operate on the following schedules: 


DETROIT-BUFFALO DIVISION 


Lv. DETROIT 5 P. M., EST. — Arr. BUFFALO 8 A. M., EST. 


Lv. BUFFALO 6 P. M., EST. — Arr. DETROIT 9 A. M., EST. 
15 hours en route 


DETROIT-CLEVELAND DIVISION 


Lv. DETROIT 11:30 P. M., EST. 
Arr, CLEVELAND 6:45 A. M., EST. 
Lv. CLEVELAND 11:30 P. M., EST. 
Arr. DETROIT 6:45 A. M., EST. 

7% hours en route, 


Direct connections are made at Buffalo, Cleveland and Detroit 
with all railroads and Intercity Motor Truck Lines. 

For rates and general information address: J. C. Torry, General 
Agent, Cleveland, Ohio. William Platt, General Agent, Buffalo, 
N. Y. D. L. Rodgers, General Agent, 230 North Michigan Ave- 
nue, Chicago, Ill. Albert Warn, General Eastern Agent, Chanin 
Bldg., 42nd and Lexington Ave., New York, N. Y. 


GEORGE B. WRIGHT, Freight Traffic Manager, Detroit, Mich. 
Ship Your Freight by D. & C. and Save Both Time and Money. 


CHOOSE YOUR CRUISE—Three Round Trips Weekly 
between Buffalo, Cleveland, Detroit and 
MACKINAC ISLAND, ST. IGNACE AND CHICAGO 
Daily Overnight Service Between 
DETROIT AND CLEVELAND, $3 one way; $5 round trip. 
DETROIT AND BUFFALO, $5 one way; $8 round trip. 
E. H. McCRACKEN, Passenger Traffic Manager, Detroit, Mich. 


DETROIT & CLEVELAND NAVIGATION CO. 


BUFFALO 


FREIGHT TERMINAL 
WAREHOUSES 


Five modern plants. Rail and water locations. 
Inside and outside switch tracks with capacities 
of 148 freight cars. Dockage for 7 lake steamers. 
Negotiable warehouse receipts. Daily reports. 
Monthly inventories. Write for complete 
details to ‘ 


BUFFALO FREIGHT TERMINAL AND WAREHOUSE CO. 
1504 Liberty Bank Building, Buffalo, N. Y. 


Thos, H. Hanrahan, Pres. John L. Keogh, Mgr. 


Vol. LI, No 


June 26—Argument at Washington, D. C.: 
25261—Superior Zinc Corp. vs. Pa. R. R. et al. 
25503—-Milligan & Higgins Glue Co. vs. Reading Co. et al, 
25531—Wayne Produce Co. vs. St. L. B. & M. Ry. et al. 


June 26—Washington, D. C.—Examiner Trezise: 
1. & S. 3282—Coal, bituminous, ex-river, from Colona and (Cop 
Pa., to Youngstown, O. 
1. & §S. 3619—Ex-Ohio River coal to Cleveland, Lorain, and 9 
Ohio point (further hearing). 
June 27—Argument at Washington, D. C.: 
25359 (and Sub. 1 and 2)—East Texas Refining Co. vs. Alahy 
Central R. R, et al. 
July 5—Roswell, N. M.—Examiner Flynn: 
* 25609—Bloom Land & Cattle Co. et al. vs. A. T. & S. F. Ry, 
* 25658—A. D. Brownfield vs. G. S. & F. Ry. et al. 
* 25661—J. M. Lackey & Co. vs. A. T. & S. F. Ry. et al. 
oe * 6—Chicago, Ill.—Examiner Rogers: 
68—In re charges protective service for perishable freight 
July 6—Chicago, Ill—Examiners Mackley and Hall: 
17000—part 7—Rate structure investigation. Grain and grain py 
ucts within western district and for export (and cases con, 
dated therewith). (Adjourned hearing.) 
July 6—Roswell, N. M.—Examiner Flynn: 
* 25430—California Live Stock Commission Co. et al. vs. A. 7 
S. F. Ry. et al. 
July 6—Cairo, Ill.—Examiner Mattingly: 
* 1. & S. 3884—Grain (Ear Corn) from Ark. and Mo. to Memphis, 


July 6—Cairo, Ill.—Examiner Mattingly: 
* 1. & S,. 3832—Grain—St. Louis and E. St. Louis to Cairo, Ill, 


July 6—Chicago, Ill.—Examiner Trezise: 

* 1. & S. 3876—Combination rule on cement. 

= 6—Cincinnati, O.—Examiner Hagerty: 

*2 yale Virginia Coal & Coke Corporation vs. B. & 0. R} 
et al. 

‘= 6—Monroe, La.—Examiner McChord: 

* 25538 and Sub. 1—Marvin Owen vs. B. S. L. & W. Ry. et al. 

* 25767 _— Sub. 1 to 7, incl.)—R. H. Cargile vs. G. C. &S. FR 
et al. 

* 25768—Zack T. Miller vs. A. T. & S. F. Ry. et al. 

* 25779—W. A. Potts vs. C. of Ga. Ry., H. D. Pollard, Receiver, et 4 

*25780—E. E. Blanton vs. I. C. R. R. et al. 

* 25964—Sutherland Bros. vs. G. H. & S. A. Ry. et al. 

July 6—Presque Isle, Me.—Examiner McGrath: 

* 23621 Sub. 1.—Consolidated Rendering Co. vs. Aroostook Vall 
R. R. et al. (Further hearing, solely with respect to allegatia 
of violation of section 3 contained in the complaint.) 

July 6-7—Argument at Washington, D. C.: 

* 21095—Newsprint Paper Investigation (and cases grouped the 
with). 

July 7—Cairo, Ill.—Examiner Mattingly: 

* |, & S. 3871—Agricultural Limestone via. Mo.-Ill. R. R. 

July 7—Lincoln, Neb.—Examiner Smith: 

* |. & S. 3874—Grain products to Montana and Wyoming. 

July 7—Chicago, Ill.—Examiner Trezise: 

* Fourth Section Application No. 14640—Sand and gravel from Sout 
Beloit, Ill., to Milwaukee, Wis., filed by C. & N. W. Ry. a 
Co mm ©. & 2. &. &. 


July 8—Chicago, Ill_—Examiner Trezise: 

* 19798—Chicago Bridge & Iron Works vs. A. T. & S. F. Ry. et 
(Further hearing for purpose of affording complainants an 9 
portunity to offer proof in respect of shipments made, the payit 
and bearing of charges thereon and to determine the amoull 
of reparation due under the findings in this case). 

July 8—Lincoln, Nebr.—Examiner Smith: 

*25908—D. S. Keefe et al. vs. A. T. & S. F. Ry. et al. 

July 8—Indianapolis, Ind.—Examiner Hagerty: ; 

* I. & S. 3878—Paper stopped to partially unload at W. T. L. points 

July 10—El Paso, Tex.—Examiner Flynn: 

* 9—El Paso Freight Bureau et al. vs. A. T. & S. F. Ry. et al. 

July 10—Chicago, Ill.—Examier Trezise: 

i. & S. 3861—Coal, Springfield District to Peoria-Pekin, Ill. (Thi 
proceeding will be heard jointly with the Illinois Commerce Com 
mission). 

July 10—Dallas, Tex.—Examiner Mattingly: 

* 1, & S. 3862—Cottonseed from Oklahoma to Paris, Tex. 

July 10—New Orleans, La.—Examiner McChord: 

* Finance No. 9402—Application Louisiana Southern Ry. for authority 
to construct an extension of its line in New Orleans, La. 

* 25642—Louisiana Southern Ry. vs. New Orleans Terminal Co. et il 


July 10—Omaha, Neb.—Examiner Smith: 
* 22474—Anoka Butte Lumber Co, et al. vs. A. T. & S. F. Ry. et# 


July 10—Indianapolis, Ind.—Examiner Hagerty: 

* 25521—John Parent Co. et al. vs. A. C. & Y. Ry. et al. 

July 10—Boston, Mass.—Examiner McGrath: 

* 1. & S. 3879—Import woodpulp—Boston, etc., to the west. 
July 10—El Paso, Tex.—Examiner Flynn: 

* 24960—B. & M. Motor Co. et al. vs. A. & S. Ry. et al. 

July 11—Chicago, Ill—Examiner Trezise: 

* 25595—Illinois Coal Traffic Bureau vs. A. & W. Ry., et al 


July 11—New Orleans, La.—Examiner McChord: 

* 25806—Brown Paper Mill Co., Inc., vs. B. & O. R. R. et al. 

July 11—Omaha, Neb.—Examiner Smith: 

* 25519—Frank Myers vs. C. B. & Q. R. R. et al. 

* 25781—J. B. Mellor et al. vs. C. & N. W. Ry. et al. 

July 12—Houston, Tex.—Examiner Mattingly: 

* 1, & S. 3858—Vegetable oils in the west and southwest. 

July 12—Boston, Mass.—Examiner McGrath: 

* 1, & S. 3852—Petroleum coke in New England. 

= 12—New Orleans, La.—Examiner McChord: 

* 25637—Standard Pipe Line Co., Inc., et al. vs. A. T. & S. F. Bi 
et al. 

ry? 12—Terre Haute, Ind.—Examiner Hagerty: 

* 25688—Princeton Mining Co. vs. A. W. & W. Ry. et al. 
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He 


Importers’ Bonded Warehouse 
and 

Bienville Warehouses Corporation, Inc. 

R. W. DIETRICH, President 

NEW ORLEANS, LA. 


Complete Warehousing and Distribution Service for 
New Orleans and its territory. 


200,000 square feet of storage space with track room 
for 30 cars at one placement. Licensed by and bonded 
to the State of Louisiana, and the U. S. Government. 
Office, 340 Bienville St. 


Member A. C. W.—A. W. A. 


You may obtain all the advantages of 


Branch House Service 


By using the facilities at the 
disposal of all customers of 


KEDNEY WAREHOUSE Co. 


at surprisingly reasonable cost. 






Grand Forks 
N. D. 






St. Paul 
Minn. 


Minneapolis 
Minn. 






Use our facilities 





to REDUCE 
Transportation.- 


cae 
<a 







Write for Booklet 





Aten UY aa 
CAMDEN MARINE TERMINALS 
oremreo sy SOUTH JERSEY PorT COMMISSION 
CAMDEN NEW JERSEY 








KEaN, SSNORTHWEST 
*o > WAREH( 





MINNEAPOLIS 
Wholesale District 

















OUSING COMPANY 


301 North Seventh St., 
Minneapolis, Minn. 











dls AN MINNEAPOLIS. Retail Distr or FRP.RR. , 
re you get close to MINNEAPOLIS Buyers 
Hennepin Ave W Ih St, 5: Nicollet Ave. 6th Ave.. S: 


















PAGE 1063 


WHAT TO EXPECT . . . when 
you route via “NorTH WESTERN’ 


Over 10,000 Miles of 


An alert and efficient freight per- 
Perfectly Equipped 


sonnel that has back of it up-to- 
date equipment and all the modern 
facilities for rendering a fast, de- 
pendable shipping service ... a 
combination that is ideally suited 
to the exacting requirements of 
present day business. 


Railway in 
Illinois, Wisconsin, 
Michigan, Minnesota, 
Iowa, Nebraska, 
So. Dakota, No. Dakota 
Wyoming 


For full information ask any 
< cy C.& N. W. Ry. Representative 


CHICAGO & NortTH WESTERN Ry. 








MOOREMACK GULF LINES 


WEEKLY SAILINGS 


From BOST rm and PHILADELPHIA to TAMPA, NEW ORLEANS end MOBILE 
and vice verse. 


From BALTIMORE to NEW ORLEANS and MOBILE direct of transhipment 
at PHILADELPHIA and vice versa. 


Between NEW ORLEANS and TAMPA 


MOORE and McCORMACK, Inc., Agents 
For rates and other information, epply to the nearest of these offices: 


NEW ORLEANS, Canal Bank Bids. 
DETROIT, industrial Bank Bidg. 
CHICAGO, 503 Marquette Bidg. 
MEMPHIS, Cetton Exchange Bidg. 
PITTSBURGH, Oliver Bidg. 

BATON ROUGE, 1758 Goverament St. 
ST. LOUIS, Railway Exchange Bidg. 


NEW YORK, 5 Broadway 

PHILADELPHIA, Bourse Bidg. 

BALTIMORE, Seaboard Bidg. 

TAMPA, Stovall Prof. Bidg. 

MOBILE, Mesher Bidg. 

BOSTON, Pier 40, Hoosac 
Docks, Charlestown 


ATTORNEYS AT LAW 








Practicing HARRY C. AMES 
before the ATTORNEY AT LAW 
INTERSTATE Successor to Keene & Ames 
COMMERCE ee “Gee” Gee 


COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 








Pitti ttt tts 





TRAFFIC MANAGERS 








TRAFFIC COUNSELOR d 
Interstate Commerce and State Commission Cases an 
Departmental Service Commerce 


713 Mills Bldg. peci 
WASHINGTON, D. C. s alists 


HENRY J. SAUNDERS 
CONSULTING ENGINEER 
Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 
643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 









Valuation 
Experts 
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July 12—Omaha, Neb.—Examiner Smith: 
* ~y weanneel Manufacturing Co. et al. vs. C. C. C. & St. L. Ry. 
et al. 


July 13—Chicago, Ill.—Examiner Trezise: 

* 17208—Oklahoma Sash and Door Co. et al. vs. A. T. & S. F. Ry. 
et al. (Further hearing, for purpose of receiving proof as to 
shipments made, the paying and bearing of the charges thereon, 
and for purpose of determining the amount of reparation due the 
Standard Roofing & Material Co. under the findings in that case). 


ri 13—Boston, Mass.—Examiner McGrath: 
* 25283—Mayor of Revere, Mass., et al. vs. B. & M. R. R. et al. 


July 13—Phoenix, Ariz.—Examiner Flynn: 

? = Coal, Light & Power Co. et al. vs. A. T. & S. F. Ry. 
et al. 

* 25875—Arizona Corporation Commission vs. 
J. McQuatters, Receiver) et al. 


July 13—New Orleans, La.—Examiner McChord: 

* 24509—Port Gibson Oil Works, Inc., vs. L. & A. Ry. et al. (further 
hearing,, for sole purpose of determining the amount of repara- 
tion due complainant under the finding). 


Apache Ry. (Arthur 


July 13—St. Louis, Mo.—Examiner Hagerty: 
* |, & S. 3881 and ist supplemental order—Grain and grain products 
from Ill. and Mo. to south, 


= 13—Omaha, Neb.—Examiner Smith: 
* 25774—A. D. Hayes Co. et al. vs. A. & S. R. R. et al. 


ye 14—Omaha, Neb.—Examiner Smith: 
* 25718 and Sub. 1 to 5, incl.—Hoerman Packing Co. (Corp.), Linn, 
Kans. et al. vs. A. C. & Y. Ry. et al. 


July 14—Chicago, Ilil.—Examiner Trezise: 

* 20572—Celotex Co. vs. A. C. & Y. Ry. et al. 

* 17544—Celotex Co. vs. A. C. & Y. Ry. et al. 

* 1. & S, 3138—Chipboard, Fiberboard and Pulpboard from Gulf ports 
to eastern points, 


In CHICAGO 


Ie) i ne ee 


Close to ‘‘Loop.’’ Office and warehouse spéce for 
lease. Merchandise storage. Pool cars distributed. 
Tunnel, water, rail and truck facilities at door. 


519 W. ROOSEVELT ROAD CHICAGO 


We Bind The Traftic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All of Publications 


The Book Shop Binder 


350-354 West Erie Street hicago 


QUAKER LINE 


Regular Intercoastal Service 
Between 


New York, Albany, Philadelphia, Norfolk, Baltimore 
and 

Cristobal (Canal Zone), San Diego, 

Los Angeles, San Francisco, Oakland, 

Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 


17 Battery Place, New York 


ALBANY—D & H Building CHICAGO—327 So. La Salle St. 
PHILADELPHIA—The Bourse PITTSBURGH—Gulf Building 
NORFOLK—111 E. Plume Street DETROIT—General Motors Bidg. 
BALTIMORE—Keyser Building DAYTON, OHIO—18 Riverdale St. 
BOSTON—33 Broad Street EASTON, PA.—Drake Building 


The Traffic World 


Vol. LI, Nos 


July 14—Galveston, Tex—Examiner Mattingly: 

* 25800—Houston Cotton Exchange and Board of Trade et al, y, 
& S. Ry. et al. ; 

July 14—Boston, Mass.—Examiner McGrath: 

* 18194—Boston Wool Trade Association (for and in behalf of § 
members and others) vs. A. & W. Ry. et al. (and cases groy, 
therewith) (further hearing). ‘i 

* 20703—Boston Wool Trade Assn. et al. vs. A. & R. R. R. g 
(further hearing, solely for purpose of determining the amo 
of reparation due parties under the findings in this case), 7 

py 14—New Orleans, La.—Examiner McChord: 

* 92—Commercial Transportation Co., Inc., vs. M. P. R. R. «4 

July 15—Phoenix, Ariz.—Examiner Flynn: 

* 25559—Tovrea Packing Co. vs. A. T. & S. F. Ry. et al. 

July 15—Kansas City, Mo.—Examiner Hagerty: 

* 1, & S. 3877 and ist supplemental order—Combination rule on jp 
and plaster. ' 

July 17—Chicago, Ill—Examiner Trezise: 

* 22799-Sub. 1—Swift & Co. vs. C. M. St. P. & P. R. R. et al. (Furth 
hearing, for the sole purpose of determining the amount of repy, 
ation due complainant under the findings in this case, 183 | p 
C. 253). 7 

July 17—Mobile, Ala.—Examiner McChord: 

* |, & S. 3867—Absorption of switching charges at Mobile, Ala, 

July 17—New York, N. Y.—Examiner McGrath: 

* 25622—Paul Fortugno, trading as Hudson Manure Co. vs. Pa, Rp 

* 25671—Fruit Importers, Ltd., et al. vs. A. C. L. R. R. et al, 

July 17—Phoenix, Ariz.—Examiner Flynn: 

* 23145—Arizona Wool Growers’ Assn. et al. vs. A. T. & S, FR 
et al. 

* 24108—T. E. Pollock et al. vs. A. T. & S. F. Ry. et al. 

* 24357—Cross Mt. Sheep Co. et al. vs. A. T. & S. F. Ry. et al. 

* 24427—Ash Fork Live Stock Co. et al. vs. A. T. & S. F. Ry. etg 
(further hearing for submission of proof of damages). 

* se A 17—Sioux City, Ia.—Examiner Smith: 

* 24199—Haley-Neeley Co. et al. vs. A. A. R. R. et al. (further heg. 
ing, for sole purpose of determining amount of reparation dy 
complainant under findings in this case). 

* 25803—H. A. Baker Co. et al. vs. A. & W. P. R. R. et al. 

July 17—Kansas City, Mo.—Examiner Hagerty: 

* 1, & S. 3875 and 1st supplement—Combination rule on horses anj 
mules. 

July 18—Chicago, Ill—Examiner Trezise: 

* 28279 (and Sub. 1 and 2)—Jos. Denunzio Fruit Co. et al. vs. Al 
& S. F. Ry. et al. (Further hearing, for sole purpose of deter 
mining amount of reparation due complainants under the fini. 
ings). 

July 18—New York, N. Y.—Examiner McGrath: 

* 25744—F. E. D. Corporation vs. Pa. R. R. et al. 

* 25873—Davey Co. vs. Pa. R. R. et al. 

July 18—Phoenix, Ariz.—Examiner Flynn: 

*2 American Fruit Growers, Inc., et al. vs. A. & R. R. R. eta 

July 18—Kansas City, Co.—Examiner Hagerty: 

* 16723—United Iron Works, Inc., vs. A. T. & S. F. Ry. et al. 

* 17594—United Iron Works, Inc., vs. A. G. S. R. R. et al. (furthe 
hearing to determine amount of reparation due parties unde 
Commission’s findings in these cases). 


July 19—Chicago, Ill.—Examiner Trezise: 

* 25655—Joseph B. Marcus, doing business as Joseph B. Marcus é 
Co., vs. C. M. St. P. and P. R. R. et al. 

* 25707—Armour Fertilizer Works vs. Pa. R. R. et al. 


July 19—Columbus, Ga.—Examiner McChord: 

* 25763—Tom Huston Peanut Co. vs. A. C. & Y. Ry. et al. 

July 19—New York, N. Y.—Examiner McGrath: 

* 25890—A. H. Balliet Corp. vs. L. V. R. R. 

July 19—Sioux Falls, S. D.—Examiner Smith: 

* 25577—Wenk Bros. vs. C. M. St. P. & P. R. R. 

* — oe + om Creamery & Produce Co., 
R. BR. et al. 


July 19—Kansas City, Mo.—Examiner Hagerty: 

* 17823—Kansas City Structural Steel Co. et al. vs. A. & V. Ry. et al 
(further hearing, solely for purpose of determining amount 0 
reparation due parties under findings in this case). 


July 20—Chicago, Ill.—Examiner Trezise: 
* 25725—Deep Rock Oil Corp. vs. A. T. & S. F. Ry. et al. 
* 25782—J. G. Staton vs. A. C. L. R. R. et al. 


July 20—Atlanta, Ga.—Examiner McChord: 

* |. & S. 3872—Phosphate Rock to East Tampa, Fla. 

July 20—New York, N. Y.—Examiner McGrath: 

* 25876—Hanley Co., Inc., of New York, N. Y. et al. vs. C. R. BR. of 
N. J. et al. 

July 20—Kansas City, Mo.—Examiner Hagerty: 

* 20194—Fredonia Linseed Oil Works Co. vs. A. T. & S. F. Ry. et 2 
(further hearing, for purpose of affording complainant an opp0- 
tunity to offer proof in respect to shipments made, the payilg 
and bearing of charges thereon, and to determine the amount @ 
reparation due complainant under the findings in this case). 

July 21—Chicago, Ill.—Examiner Trezise: 

* 25804—Hyman-Michaels Co. vs. Gt. Nor. Ry. et al. 

* 25833—American Field Seed Co. vs. C. & N. W. Ry. et al. 
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